1432 


BS 


KEES 


ad 


ol. LIV. No. 11 va .U.S CHICAGO, ILL., SEPTEMBER 15, 1934 


% ¢ 2 5° y 





WESTER Ni EASTERN 
TReRRIT Ss TERR IT ORT 


PB le 
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territory, and between such points and 
off-line territory, with fast transfers to or from 
off-line territory at all terminals. Overnight 
service between 90% of all points on all 
Keeshin lines. 
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The fastest and most economical system of 
distribution for shippers of carloads. Pool 
car distribution areas are shown in solid red 
on the map. Terminals for pool car dis- 
tribution are shown in squares. 
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Through freight moving between Chicago 
and the Tri-Cities, and Chicago and Peoria is 
carried between those points in Keeshin 
trailers on railroad cars. These lines are 


indicated by the shaded areas. Ovoww's set 


In other words, Keeshin Service is built with COSUB TERMINALS 

the sole idea of giving the shipper and his 1 (MAIN TERMINALS 

customer the service that present day con- 

ditions demand—fast, economical and safe 

delivery. This company accepts full re- 

sponsibility for the merchandise it carries and is insured accordingly. FE DO OUR PART compensation. 


KEESHIN operation is in full accord with the aims and intent of the National Every shipper should have full information on 
Recovery Act including the provisions covering employment, hours and Keeshin Service on file and such information will be gladly sent on request. 


KEESHIN MOTOR EXPRESS COMPANY 


ht Terminal: 300 N. Canal St.,. J. L. Keeshin, President Telephones: Dearborn 9200 to 9215 
ber: National Highway Freight Association Chicago, Illinois Favoring equitable federal and state regulation 


NALS: DeKalb, Dixon, East Moline, Peoria, Rockford, Sterling (Illinois). Fort Wayne, Indianapolis, Michigan City, South Bend (indiana). 
Davenport, Des Moines (lowa). Cincinnati (Ohio). 
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Economy 
and Safety with Dispatch 


==>. ECONOMY ... because the Norfolk Tidewater Terminals have over a mile of 
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Tae chain o dockage, eliminating loading and unloading delays ... eight railroads provide 
’ TIDEWA 
\ TERMINALS direct routing to any point... eight great warehouses contain 2,200,000 square 
CALLIED INLAND 
WAREHOUSES 
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feet of storage space...our physical equipment permits the lowest possible 
insurance rates. Our well-organized and efficient receiving and shipping depart- leh 
ments insure close attention to receipt, delivery and forwarding of all shipments . 
regardless of size. 


SAFETY . .. because every modern mechanical device is employed in the 
handling of freight, preventing the usual losses ... loading and unloading is 


completed under cover. 










DISPATCH .. . because 4000 cars can be accommodated in the receiving, 
delivering and classification yards ... years of experience have shown us the 
quickest and safest way to handle freight, and all equipment is designed to 


eliminate waste motion. 


Write for detailed information and tariffs 





Norfolk Tidewater lerminals 


Norfolk Virginia 


HARVEY C._ MILLER JAMES A.MOORE 


PRES. MGR. 
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“LL HAVE YOU UP— 


AND TRAVELING IN NO TIME” 





It's not elways that package costs are 

reduced with Acme Steelstrap—sometimes 

as in this case of a large building prod- 

ucts company— the recommended case cost 

a few cents more, but the shipper gladly 

paid the difference, because the package 
was so much better. 
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H--m,—Sounds as though something has slipped, but I'll fix that. 


Proper treatment with Acme Steelstrap will have you up and traveling in no time. 
It is then that the benefits of my “tonic” will show. 


You'll be able to “take it’ when the going gets tough —no longer any need to fear 
rough and ready handling. 


With my fifty years’ experience in the administration of Acme Steelstrap, for almost 
every kind of case, | can do something unusual for even the best doctors—I can 
guarantee a cure. 


My treatments are simple, painless, and quite economical. Of course, | have to work 
closely with the shipper. He naturally, knows more about his case than | do. 
Together we work out a diagnosis and | prescribe. 


Write me and get a copy of My STRAP-BOOK. It shows how the smartest and 
most progressive firms in business today are doing 100% efficient shipping for as 
little money as possible—and how you can too. This valuable data is yours for the 


asking—without obligation. Doc. SteeLsthafa 





Come Steclatrafy 


ACME STEEL COMPANY - GENERAL OFFICES: 2844 ARCHER AVE., CHICAGO 


Branches and Sales Offices in Principal Cities 
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THEN AND NOW 


Near Pontotoc, in north Mississippi, stands “ Lochin- 
var,’ one of the most magnificent of the state's ante 
bellum homes. Built in the 1840's by Robert Gordon, 
a trader with the Chickasaw Indians, its great native 
timbers and hewn boards are still in an excellent state 
of preservation. The plans were drawn in Scotland, 
where the great spiral stair-case, the towering columns 
and other decorative pieces were made, and the archi 


tect came over to put them in place. 


Jus: ninety-four years ago, when Robert Gordon 
decided to build ‘Lochinvar’, the materials which he 
imported from Scotland had to be hauled by ox team 
from the sea-port town of Mobile, Alabama. 


Now Lochinvar overlooks the right-of-way of a modern 
transportation system, and fast freights thunder by, less 
than a day out of Mobile. 


Route your shipments 


via GM&N 


MOBILE.../ NORTHERN 
RAILROAD 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A TRANSPORTATION PROGRAM 

l EFORE the country now are two transportation sub 

jects of major importance; one is the petition of 
the railroads for an increase in freight rates that will 
net them annually $170,000,000, after making allowances 
for traffic that will be diverted to other agencies of trans- 
port because of the higher charges; the other is the 
Roosevelt transportation program, now in process of 
development. The latter is by far the more important 
because fundamental and farther reaching; the increased 
freight rates, even if permitted and collected, would be 
but a drop in the bucket and only a temporary and par 
tial help. 

The Roosevelt program, it now appears, will likely 
consist of three major parts—first, legislation equalizing 
the regulatory burden now borne by the railroads so that 
it will apply likewise to their competitors; second, some 
plan for a permanent federal establishment like the pres- 
ent Coordinator of Transportation (possibly a Secretary 
of Transportation) thai shall have general supervision 
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over transportation; and, third, some means of bringing 
about extensive consolidation of the railroads. 

Of these three parts the first is the most important; 
indeed, it is essential to any sane and sound solution of 
the transportation problem. The railroads, under the in 
terstate commerce and other acts, are strictly regulated, 
not only as to the rates they may charge but as to the 
wages they must pay and in many other ways. They have 
little of what might be called freedom from restraint. 
Their competitors—the commercial trucks and busses, 
the inland waterway operators, and the intercoastal ships 

are regulated in only slight degree and not at all with 
a view to the competition they offer to the railroads. The 
inland waterway barges—especially those owned and 
operated by the government itself—are pirates in the 
business of transport; the intercoastal vessels are some 
what regulated by the Shipping Board Bureau of the 
Department of Commerce, but not at all with their com 
petitors in mind; the commercial motor vehicles are reg 
ulated among themselves by codes, but with no considera 
tion of the competitive situation; they are regulated 
spasmodically and to some extent intrastate in this re 
spect, but not at all interstate, 

We submit that no general transportation plan 
worthy of the name can be set up while this condition is 
allowed to continue. For years the situation has per- 
sisted and thoughtful, transportation-minded men, with 
no selfish ends to seek, have been practically unanimous 
as to the proper conclusion, which has nothing to do 
with the “new deal” or present day revolutionary doc 
trines, though it may be said that equality of competi 
tion in transportation should logically be a part of “new 
deal” policies as well as of sound policy at any time, for 
the reason that a cardinal “new deal” principle condemns 
unfair trade practices, and they are to be found nowhere 
more pronounced than in the transportation field. 

Of course, we are familiar with the arguments 
against piling regulation on the motor trucks, for in- 
stance, and the ridicule that is heaped on those who 
would solve the transportation problem by increasing 
the sum total of regulation—a regulation that has been, 
in some part, at least, responsible for the present sad 
condition of the rail carriers. But those uttering this 
ridicule sometimes do not think deeply; they see only 
the proposed increase in the regulatory burden with- 
out seeing the unfairness of the situation that is 







































RR ae el PON a a PNT 


























































a 


CEES SL Sine Rees ee 


ss pay i 7 EP Rcticsh Ing Ct ae LR 
le 8 al i a een eect a 





PAGE 396 


permitted without equalizing it. Moreover, it does 
not follow that the regulatory burden, as a whole, would 
be increased. Equalization can be arrived at as 
easily by reducing the burden borne by the railroads 
and bringing their competitors up to that lowered 
level, as by leaving the present system as applied to the 
railroads where it is and hoisting their competitors to 
that elevation. For our part, we insist that now is 
the time to remove some of the burden that grinds the 
railroads and bring about equality on that basis. We 
think the measures to be advocated by Mr. Eastman, 
Coordinator of Transportation, and, we are told, by 
President Roosevelt, should be scrutinized with that 
point in mind; if they seek to bring about equality 
merely by applying equal regulation to the competitors 
of the railroads, then they are, to that extent, not wise 
measures. We maintain, however, that, if Mr. East- 
man, the President, and Congress do not, in their wis- 
dom, or lack of it, take some of the load from the backs 
of the railroads, then the only logical and fair course is 
to put the same kind of load on their competitors; con- 
ditions must be equalized. 

We know there is considerable opposition to this 
course—most of it from persons with selfish motives 
but some of it, perhaps, from others; these others, we 
think, have not studied the matter deeply enough. We 
trust we are able to understand how other minds may 
work, even though we may not agree with them, and we 
are not prone to attribute venal motives to those who do 
not think as we do. We can understand, for instance, 
how a fair-minded and intelligent person may advocate 
government ownership and operation of the railroads, 
though we think he is wrong as wrong can be; we can 
understand how the same kind of man may advocate 
compulsory consolidation of the railroads, though we 
think he also is wrong; but it is utterly beyond us to 
comprehend the mental processes of a fair-minded man, 
intelligent in transportation, who can support a system 
in which one kind of transportation is rigidly regulated 
and another competing kind is not regulated in equal 
proportion. We cannot avoid the conclusion that the 
premise is wrong and that he is either not entirely fair- 
minded or is not as intelligent, from a transportation 
point of view, as he has been thought. 

As to the second phase of the supposed Roosevelt 
program having to do with something like a permanent 
coordinator of transportation, we see both good and ill. 
Such an officer of the government could, if he were right- 
minded and competent, do much of value; on the other 
hand, if he were not what he should be in purpose and 
intelligence, he could do much harm. Even with the right 
sort of man, too much power could easily be conferred 
on him; we do not want a railroad dictator, especially 
a government dictator. Moreover, the power of such an 
officer would be greatly hampered if the restriction in the 
present emergency transportation law limiting the ex- 
tent to which the number of employes may be reduced 
were continued, Is it possible to remove that restric- 
tion? We do not believe labor would permit it, and 
labor, in opposing its removal, would only be acting in 
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consonance with the “new deal” principle of higher wages 
and increased employment, rather than economy brought 
about by reduced employment. With power to bring 
about important economies curtailed by this sop to labor, 
any permanent officer of the kind suggested would find his 
functions limited much as the functions of the present co. 
ordinator are limited—namely, to the making of studies 
and the writing of essays. 

As to the third part of the suggested program— 
more extensive consolidation of the railroads brought 
about by some form of compulsion—it has our decided 
opposition. While we believe that greater consolidation 
of railroad properties—if the kind of consolidations that 
would work that way could be effectuated—would have 
many good results, we know of no constitutional method 
of compelling them, though we admit that constitutional 
objections have little force these days, as a practical 
matter. Nevertheless, we think constitutional restrictions 
should be observed, and, perhaps, even if something else 
were attempted, they would prevail in the end. As a 
practical matter also, consolidations would result in re- 
ductions in the payroll, and labor will not stand for that. 
The real objection to an elaborate consolidation scheme 
is that it would result in poorer service to commerce. 

But, however much consolidation is or is not to be 
desired, the only orderly and legal manner in which it 
may be brought about, we believe, is by voluntary action 
on the part of the owners of railroad properties them- 
selves, the Interstate Commerce Commission passing on 
them, of course, before they are permitted, in order to 
be certain that they are not mere stock-jobbing schemes, 
but are in the public interest. 

On the whole, we are glad to see that some sort of 
national transportation scheme to meet present day con- 
ditions seems to be evolving; whatever comes of it, the 
situation can be little, if any, worse than it is today, and 
it will probably be a lot better. Our real fear is that, in 
spite of all the talk, there will be nothing done. 


DROUGHT RATES AUTHORIZED 


Following conferences with the United States Department 
of Agriculture, the Western Association of Railway Executives, 
at a meeting in Chicago September 12, authorized reductions 
in freight rates on live stock and poultry feeds in the drought 
stricken areas of the west. By resolution, the Western Traffic 
Executives’ Committee was authorized to work out the details 
of the reductions to be made with representatives of the De- 
partment of Agriculture and of the various state agriculture 
departments. 

Voluntary reductions in feed rates have been in effect in 
the west for some months, but, effective September 4, certain 
of the reduced rates terminated. The action taken September 
12 is expected to result in further extension of the relief prev! 
ously extended, with perhaps some additional relief in areas 
blighted by unfavorable weather. An indication of the extent 
of the relief already granted this year is given in a statement 
by H. G. Taylor, chairman of the association, to the effect that 
shipments in the stricken areas between January 1 and August 
4, which would have normally paid charges amounting to 
$6,000,000, actually only returned $3,500,000 to the carriers, 4 
reduction of approximately 42 per cent. 


REDUCED BAGGAGE RATES 
Effective October 1, the western railroads will begin issuins 
scrip books to care for excess baggage. They will reduce 
charges by a third. The books will have a value of fifteen dol- 
lars but will sell for ten dollars. The normal baggage allow 
ance is 150 pounds. 
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WESTERN RATE DIVISIONS 


()* further hearing, as to issues not covered by the former 
reports, 148 I. C. C. 457, and 156 I. C. C. 94, the Commission 
in No. 15234, in the matter of divisions of freight rates in western 
and mountain-Pacific territories, opinion No. 19809, 203 I. C. C. 
299-356, has found not unreasonable or otherwise unlawful pres- 
ent divisions of transcontinental joint rates accruing to western 
trunk line and transcontinental carriers. It has further found 
unjust, unreasonable, and inequitable divisions of joint rates to 
and from trans-Missouri territory, except Montana, accruing to 
trans-Missouri and western trunk line carriers, and has pre- 
scribed reasonable and equitable divisions. It has also found 
not unreasonable or otherwise unlawful divisions of joint rates 
to and from Montana. The Commission’s order giving effect to 
its affirmative findings is effective on and after January 1, 1935. 

The Commission said that this proceeding, instituted on its 
own motion, was an inquiry into the lawfulness of the divi- 
sions of the joint rates of the principal carriers in western 
and mountain-Pacific groups. It said it here dealt, however, 
only With divisions accruing to carriers in western trunk line 
territory, on the one hand, and carriers in transcontinental and 
trans-Missouri territories, respectively, on the other. 

“We have already considered in this proceeding the divi- 
sions of joint rates between western trunk line and southwest- 
ern territories, principally via East St. Louis, Ill., and Kansas 
ity, Mo., and required a readjustment yielding the western 
trunk lines approximately at 9 per cent increase, or perhaps 
$3,000,000 per year,” said the Commission. “Divisions of Freight 
Rates, 148 I. C. C. 457, and 156 I. C. C. 94, upheld by the Supreme 
Court in Beaumont, S. L. & W. Ry. Co. vs. United States, 282 
U. S. 74, and hereinafter referred to as the Southwestern Di- 
visions Case.” 

Extended hearings were held in 1925 with respect to the 
transcontinental divisions. However, on July 1, 1925, the Com- 
mission said, respondents reached an agreement as to those 
divisions, with the aid of its examiner, and this resulted in a 
readjustment “which has probably yielded the western trunk 
lines in the neighborhood of $3,000,000 additional revenue per 
year.” In connection therewith, the Commission continued, an 
agreement Wag reached, without a hearing having been had, 
which gave the western trunk lines a 14 per cent increase in 
practically all the trans-Missouri divisions on merchandise traffic, 
principally manufactured goods westbound; also in the di- 
Visions via Kansas City on merchandise traffic between points 
in western trunk line territory, on the one hand, and points in 
Oklahoma on the lines of the Atchison, Topeka & Santa Fe 
Railway Co., the Chicago, Rock Island & Pacific Railway Co., 
and the Missouri Pacific Railroad Co., on the other. These 
latter divisions were excepted from the Commission’s findings 
in the Southwestern Divisions Case. This revision of trans- 
Missouri divisions, according to the report, has probably yielded 
the western trunk lines in the neighborhood of $2,000,000 a 
year. Both these agreements became effective on July 1, 1925. 

“Following these agreements,” said the Commission, “we 
Suspended further consideration of the transcontinental and 
trans-Missouri divisions, but did not discontinue the proceeding 
in so far as they were concerned. Later, in 1929, we deemed 

desirable in the public interest to proceed to a formal de- 
termination with respect to the lawfulness of these divisoins, 
as revised. Accordingly, over the objection of the transconti- 
nhental and trans-Missouri respondents, we set the proceeding 
down for further hearing, to bring the record up to date re- 
specting the transcontinental divisions and to obtain a record 

to the trans-Missouri divisions. There has been much dis- 
cussion as to the reopening of the proceeding, in view of the 
agreements which had been reached in 1925, but it is un- 
hecessary to pursue that discussion here. No doube exists as to 
our power to consider and pass upon the divisions, whether 
pon complaint or upon our own motion.” 

The report said that the western trunk lines which sought 
increased divisions, referred to as the western trunk line group, 
Were the Alton, Chicago & Eastern Illinois, the North Western, 

e Great Western, the Milwaukee, the Minneapolis & St. Louis 
and the Wabash. The increased divisions sought would accrue 
the benefit of all western trunk linés, according to the re- 
port, but carriers operating in that territory which did not 
actively seek an increase were the Santa Fe, the Burlington, the 
Rock Island, Illinois Central, the Missouri Pacific, and the Soo, 
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most of these carriers having a large portion of their mileage 
elsewhere than in western trunk line territory. The lines 
which actively opposed any change in the transcontinental di- 
visions, referred to as the transcontinental group, are the Santa 
Fe, the Denver & Rio Grande, the Great Northern, the Northern 
Pacific, the Southern Pacific, the Union Pacific system, and the 
Western Pacific. Those which actively opposed any change 
of the trans-Missouri divisions, referred to as the trans-Missouri 
group, are the Santa Fe, Denver & Rio Grande, the Great 
Northern, the Northern Pacific, the Union Pacific, Burlington, 
Missouri Pacific, Frisco, M.-K.-T., and Kansas City Southern. 

The scope and effect of the decision are outlined in the 
following statement prepared by a member of the Commission’s 
staff familiar with the proceeding: 


The Interstate Commerce Commission today (Sept. 13) releases a 
report on further hearing in the above proceeding, which is a gen- 
eral investigation of the divisions of joint rates in western territory. 
The prior reports issued about 5 years ago dealt with divisions as be- 
tween the southwestern railroads and those in western trunk line 
territory. 

The present report relates to divisions in western territory other 
than the Southwest and fixes the proportions of the carriers east 
and west of the Missouri River crossings and Twin Cities, which are 
termed the breaking points for these divisions. Two primary phases 
are presented, one relating to rates to and from transcontinental ter- 
ritory, embracing the region lying west of Boise, Idaho, Ogden, Utah, 
and El Paso, Texas, and the other relating to rates to and from the 
sections between transcontinental territory on the one hand and the 
Missouri River crossings and the Twin Cities on the other hand re- 
ferred to as trans-Missouri territory, but not including any part of 
New Mexico in the latter territory. 

At. present the rates are divided on what is known as a mileage 
prorate, that is, in proportion to the length of the haul east and 
west of the breaking points, the distance west of such points being 
inflated 25 per cent. The Commission approves this basis of divisions 
as to the rates to and from transcontinental territory but finds that 
as to trans-Missouri territory the inflation west of the breaking points 
should be 15 per cent instead of 25. The effect of the latter finding 
will be to increase somewhat the shares of the carriers in western 
trunk-line territory and reduce those of the lines in trans-Missouri 
territory. There are two exceptions from the finding covering trans- 
Missouri divisions. First, no change is required in the divisions of 
rates to and from Montana which are applicable via the Twin Cities. 
Second, points in southeastern Kansas on the Missouri-Kansas-Texas, 
St. Louis-San Francisco, and Kansas City Southern are treated ‘1s in 
Southwestern territory and divisions of rates to and from such },ints 
are prescribed on the same basis followed in the earlier reports iu this 
proceeding relating to southwestern divisions. 


Dissenting, Chairman Lee said he agreed that the evidence 
did not warrant a reduction of the divisions of the carriers 
west of the Missouri River on transcontinental traffic. It was 
also his position, said he, that the evidence did not justify a 
reduction of the divisions of the trans-Missouri carriers on 
traffic destined to or from trans-Missouri territory. In consider- 
ing divisions between western trunk line and trans-Missouri 
carriers, the majority reduced the divisions of the trans-Mis- 
souri carriers on the conclusion that transportation conditions 
were more favorable in trans-Missouri than in transcontinental 
territory, said he. 

“It may be,” said he, “that the transportation conditions 
in trans-Missouri territory, east of the Rocky Mountains, are 
more favorable than those in transcontinental territory, but I 
do not believe that it is true as to the western part of trans- 
Missouri territory, between the eastern slope of the Rocky 
Mountains and a line extending through the Utah common 
points and the first station east of Boise, Idaho.” 


Chairman Lee criticized the action of the majority in pre- 
scribing divisions on the group theory, dividing joint rates and 
divisions of joint rates on the Missouri River and Minnesota 
gateways. He said there Was no reason why evidence should 
not have been produced showing separately 2s to each carrier 
the efficiency with which it was operated, the amount of rev- 
enue it required to pay its operating expenses, taxes, and a fair 
return on its railway property held for and used in the service 
of transportation, the importance to the public of its transpor- 
tation service and whether it was an intermediate or delivery 
line. Such evidence should have been confined, said he, as far 
as practicable, to those portions of each line over which it was 
proposed to prescribe divisions. By the very definite command 
of the law he said the Commission should consider each and 
every factor named above. Another criticism voiced by the 
chairman was that the record on which the case was decided 
did not portray present conditions, as it was made in 1925 and 
1929. 

“Section 1 (4) of the act empowers the carriers to estab- 
lish divisions of joint rates,” said Chairman Lee. , “After the 
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first hearing in 1925 these respondents, by agreement, estab- 
lished divisions which became effective July 1, 1925. On the 
stale record before us, inadequate because of the absence of 
matters which must be shown before we can act, in my opinion 
we are not justified in substituting our ‘general judgment’ of 
proper divisions for divisions established by agreement of the 
interested parties. In this conclusion Commissioner Aitchison 
authorizes me to state that he joins.” 

Commissioner Mahaffie, joined by Commissioner Farrell, dis- 
sented in part. He said he dissented to the finding that the 
trans-Missouri divisions were unreasonable. 

“In 1925, these divisions, along with those on transconti- 
nental traffic, were revised by agreement of the carriers,” said 
Commissioner Mahaffie. “The majority find that revision to 
have resulted in a gain to the western trunk lines of around 
$2,000,000 per year. On transcontinental] traffic the gain was 
about $3,000,000. This agreement by the parties was intended 
to settle their differences. In the light of this record we should 
allow it to do so. Instead, the majority principally on the 
ground, as I read the report, that the trans-Missouri divisions 
might well be less favorable to the trans-Missouri lines than are 
the transcontinental divisions to the transcontinental lines, cut 
the former. The decision appears to be based chiefly on the 
inference that because of this discrepancy the divisions of the 
trans-Missouri lines are too high. The record would, at least 
equally, support the inference that the divisions accorded the 
transcontinental lines are too low, and that to cure the dis- 
parity they should be increased. But we should not decide on 
inferences. The only valid basis for such a change as is re- 
quired, if the compromise agreement of the carriers is to be 
disregarded, would be a finding of such facts as to the costs 
of operations as justify it. The majority find no such facts.” 

Commissioner Porter wrote a concurring opinion. 


COMMISSION REPORTS 


Wheat 


No. 26148, Red Star Milling Co. vs. A. T. & S. F. et al. 
By division 8. Dismissed. Rate, one carload wheat, Pullman, 
Tex., to Wichita, Kan., there milled into flour and the product 
forwarded to Uhrichsville, O., found not unreasonable or un- 
duly prejudicial, without prejudice to such conclusions as may 
be reached in the Hoch-Smith grain case. 


Fourth Section Anthracite 


Fourth Section Application No. 15591, anthracite coal to 
Savannah, Ga By division 2. By fourth section order No. 
11675 authority granted, on conditions, to establish and main- 
tain a rate on anthracite coal from mines in Pennsylvania to 
Savannah, Ga., without observing the long-and-short-haul part 
of section 4 of the act. The rate is $6.50 a ton of 2,240 pounds. 
The grant is subject to intermediate and circuity limitations. 


Strawberries 


Fourth section application No. 15022, strawberries from 
Florida. Supplemental report of the Commission. By division 
2. In supplemental fourth section order No. 11312, relief from 
the long-and-short-haul provision of section 4, in rates on straw- 
berries, carloads, from points in Florida to destinations in trunk 
line, New England, and Buffalo-Pittsburgh territories, author- 
ized in the original report, 195 I. C. C. 357, modified to permit 
establishment of rates on the basis prescribed in the report on 
reargument in R, W. Burch, Inc., vs. Railway Express Agency, 
190 I. C. C. 520, the report in the latter case on reargument 
being in 197 I. C. C. 85. Commissioner Tate, concurring, said 
he approved the report without the imposition of the equi- 
distant clause, While voting as a member of the division, out 
of deference to the action of the Commission in prior cases 
involving grouping. 

Gasoline 


Fourth section application No. 15425, gasoline to Iowa 
points. By division 2. In fourth section order No, 11676, au- 
thority granted to establish and maintain interstate rates on 
gasoline, in tank-cars, from Des Moines, lIa., to Webster City, 
Cedar Falls, Waverly, and Dyersville, Ia., without observing 
the long-and-short-haul provision of section 4, subject to the 
conditions that the present rates to higher rated intermediate 
points shall not be increased except as hereafter may be 
authorized by the Commission, and shall in no case exceed the 


.lowest combination of rates, and further that the relief granted 


shall not include intermediate points as to which the haul of 
the petitioning line or route is not longer than that of the 
direct line or route between the competitive points. Similar 
relief to Iowa Falls and Waterloo, Ia., denied. 


Tankage 


Fourth section application No. 15598, tankage from Detroit 
and French Landing, Mich. By division 2. In fourth section 
order No, 11677, authority granted to establish and maintain 
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rates on tankage, garbage, and sewage, from Detroit and French 
Landing, Mich., to points in southern territory without observ. 
ing the long-and-short-haul provision of section 4, on the basis 
of the scale of rates and arbitraries prescribed for application 
on sulphate of ammonia and ammoniacal liquor from and to 
the same points in By-Products Coke Corporation vs. A. & R., 
169 I. C. C. 126, subject to intermediate and circuity limitations. 
Commissioner Tate, concurring, said he approved the report 
without the imposition of the equidistant clause, while voting 
as a member of a division, out of deference to the action of 
the Commission in prior cases involving grouping. 


Stone 


Fourth section application No. 15636, stone from and to the 
south. By division 2. In fourth section order No. 11674, au 
thority granted to establish and maintain rates on stone, natural 
or cast, between points in southern territory, on the one hand, 
and points in trunk line and New England territories, on the 
other, without observing the long-and-short-haul provision of 
section 4, over all routes over which applicants have relief in 
connection with class rates, on the basis prescribed or approved 
in Consolidated Stone Cases, 200 I. C. C. 65, provided that the 
rates from, to and between the higher rated intermediate points 
shall not exceed rates constructed on the bases prescribed or 
approved in the Consolidated Stone Cases or the lowest com- 
bination of rates subject to the act. Commissioner Tate, con 
curring, said he approved the report without the imposition of 
the equidistant clause, while voting as a member of a division, 
out of deference to the action of the Commission in prior cases 
involving grouping. 

Anthracite Coal 


No. 25614, Thomas H. Jaggers, trading as Thos, Jaggers 
Coal Co., et al. vs. C. of N. J. et al. By division 3. Aggregate 
reparation of $10,361.17 awarded to complainants and interveners 
on finding unreasonable rates, anthracite coal, in prepared sizes, 
from points in the Wyoming, Lehigh and Schuylkill regions of 
Pennsylvania to certain destinations in New Jersey to the extent 
they exceedid those established on November 21, 1931, on like 
traffic from and to the same points on the basis found reason 
able in Tri-County Coal Dealers’ Association vs. Atlantic City 
R. R. Co., 178 I. C. C, 218, defendants contended that under Ari 
zona Grocery Co. vs. A. T. & 8S. F., 284 U. § 370, the Commission 
was precluded from awarding reparation but the Commission 
held that the principle announced by the Supreme Court in the 
Arizona Grocery Co. case did not apply. 


Demurrage on Coal 


No. 26308, Coal Corporation of America vs. N. Y. C. By 
division 3. Dismissed. Demurrage charges collected for deten 
tion of numerous carloads of coal at Toledo, O., awaiting trans 
shipment by vessel, found applicable. Complainant alleged that 
the demurrage charges collected for the detention of 114 car- 
loads of coal at Toledo, O., delivered to vessel November 28 and 
29, 1929, for transshipment, were inapplicable. 


Coated Chatts, Asphalt, Etc. 


Fourth section application No. 14460, asphalt rock and lime 
stone in the southwest. Supplemental report of the Commission 
By division 2. Relief from long-and-short-haul provision of sec- 
tion 4 of the act in rates on chatts, gravel, and sand, coated 
with not to exceed 10 per cent of oil, tar, or asphalt, between 
points in the southwest, authorized in original order, and 186 
I. C. C. 571, 192 I. C. C. 568, and 198 I. C. C. 355, modified, in 
fourth supplemental fourth section order No. 10713 to include 
crushed or ground stone. 





B. & O. REFINANCING 


In connection with the August refinancing of the Baltimore 
& Ohio Railroad Co., the Reconstruction Finance Corporation 
bought $13,000,000 of the new B. & O. notes which were not 
sold to the public. Under the refinancing plan the B. & 0. 
sold $50,000,000 of five-year 4% per cent secured notes, including 
the $13,000,000 taken by the R. F. C. The latter agreed to 
take any part of the issue not sold. The proceeds of the 
issue were utilized to pay at maturity $17,500,000 of two-year 
6 per cent notes held by the public due on August 10 and the 
balance was for payment of $25,500,000 due the R. F. C. on 
August 10 and for other corporate purposes. The net result 
of the transactions between the B. & O. and the R. F. C. was 
that the latter collected $12,500,000 from the B. & O. and now 
holds the $13,000,000 of notes. 


G. M. & N. NOTES 
The Commission, by division 4, in Finance No. 10590, has 
granted authority to the Gulf, Mobile & Northern Railroad (0. 
to issue not exceeding $107,275 of secured promissory notes to 
the Chicago, Burlington & Quincy Railroad Co, in payment for 
secondhand rail. 
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FORT BENNING TARIFF 


[RECTOR of Service W. P. Bartel, in a proposed report in 
] No, 26488, H. D. Pollard, as receiver of the Central of 
Georgia Railway Co. vs. H. A. Page, Jr., C. F. Harris, Fort Benning 
Railroad Co. et al., has recommended that the Commission find 
unlawful and require to be canceled a tariff of the Seaboard 
\ir Line Railway extending the Fort Benning Junction switch- 
ing district to include the receiving and delivery tracks at Fort 
Benning, Ga. He further recommends that the Commission find 
that Page and Harris are operating ag private contractors and 
not as a common carrier subject to the Commission's control. 

By the complaint the Central of Georgia alleged that by 
virtue of a tariff filed by the Seaboard that company was in 
substance and effect seeking to extend its operations over the 
Fort Benning line between Fort Benning Junction and Fort 
Benning, Ga., and that the tariff was unlawful and did not 
comply with the provisions of section 6 of the act. 

The Fort Benning line is owned by the federal government. 
For about eight years the railroad was operated by the Central 
of Georgia under a revocable license from the Secretary of War. 
On September 2, 1932, the license was revoked and since Octo- 
ber 18, 1932, the line has been operated by H. A, Page, Jr., 
and C, F. Harris, as private contractors, according to the report. 

The Fort Benning Railroad, a Georgia corporation, was or- 
ganized by Page and Harris. This railroad has been denied a 
certificate to operate the line. 

Under the contract between Page and Harris, on the one 
hand, and the War Department, on the other, the War Depart- 
ment agrees to pay Page and Harris $5 for each loaded car 
moving to or from the connection with the trunk lines, and 
$1,000 a month for the intraterminal switching. Effective De- 
cember 4, 1933, receivers of the Seaboard published a tariff, 
iccording to the report, which provided that the Fort Benning 
Junction switching limits would include the receiving and de- 
livery tracks at the Fort Benning Military Post. The Seaboard 
employed Page and Harris as its agent to perform the trans- 
portation service in handling cars between Fort Benning Junc- 
tion and the receiving and delivery tracks at Fort Benning, and 
pays them therefor $12.50 a car when the revenue is $25 or 
more a car, and when the revenue is less than $25, one-half 
thereof, according to the report. 

Director Bartel said one of the effects of the Seaboard 
tariff Was to relieve the government to make any payment to 
Page and Harris under its contract for service performed be- 
tween Fort Benning Junction and the receiving and delivery 
tracks at Fort Benning. 

The director held that the Seaboard, by virtue of its tariff, 
extending the switching limits of Fort Benning Junction to in- 
clude the receiving and delivery tracks at Fort Benning, vio- 
lated section 1 (18) of the act providing that no carrier by 
railroad subject to the act shall undertake the extension of its 
line of railroad, etc., unless and until there shall have first 
been obtained from the Commission a certificate of convenience 
and necessity. He said it followed that the tariff of the Sea- 
board should be canceled, 


“If either the Seaboard or the Central,” said Director Bar- 
tel, “should apply for and obtain a certificate of convenience 
and necessity to operate the Fort Benning line, the question of 
whether Page and Harris may be employed as agent to per- 
form that service should be given consideration. The Commis- 
sion should further find that Page and Harris are not common 
carriers but are performing service within the government 
reservation at Fort Benning under conditions not subject to 
the Commission’s control.” 


BOX OR CRATE MATERIAL 


In Fourth Section Application No. 15609, box or crate ma- 
terial from Belhaven, N. C., Examiner G. L. Shinn proposed that 
the Commission deny authority to the Norfolk Southern and the 
Pennsylvania to establish rate of 17.5 cents, minimum 60,000 
pounds, in lieu of the present rate of 29.5 cents, minimum 34,000 
pounds, on box or crate material, wooden, in shooks or panels, 
irom Belhaven, N. C., to Bayonne, N. J., without observing the 
long-and-short-haul provision of the act. 

The examiner said the prayer for relief was based on water 
Competition and the necessity for additional revenue for the 
Norfolk Southern. He said the Southern Transportation Co., 
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operating 85 barges and 8 tugs, the only water carrier now han- 
dling the traffic, and other water interests, intervened in opposi- 
tion to the application. He said it was estimated that the 
average cost by barge was 17.5 cents, and that the purpose of 
the proposed rail rate was to equalize the cost to the shipper of 
the rail service with the average cost by barge. The examiner 
said it was clear that the disabilities of the water route were 
such that it could not hope to compete with the faster and more 
desirable rail route at equal charges as proposed. 

In the circumstances, he said, it was fair to assume that with 
the rail rate equalized with the barge charge, the water line 
would be forced to reduce its present charge or lose practically 
all, if not all, of the traffic. In view of the very definite stand 
of the shipper (the Standard Oil Co. of N. J.) and applicants 
that any rate higher than the present cost by barge would not 
attract any additional tonnage to the rail route, said the exam- 
iner, any differential that might be approved reducing the spread 
in the existing rates would serve no purpose except to reduce 
applicants’ revenue on emergency shipments now moving by 
rail. 


STEEL AND TRUCK COMPETITION 


The effect of truck competition on carload and less-than- 
carload shipments of iron and steel articles is discussed by 
Examiner William A. Disque in a proposed report in No. 26374, 
Omaha Chamber of Commerce Traffic Bureau et al. vs. A. T. 
& S. F. et al., embracing also No. 26398, Commerce Association 
of Aberdeen vs. Same. 

Mr. Disque proposes dismissal of the complaints on find- 
ings that rates on iron and steel articles from Chicago, St. 
Louis and Duluth and related western points to Omaha, Neb., 
Sioux City, la., and Sioux Falls and Aberdeen, S. D., are not 
unreasonable or unduly prejudicial, particularly in relation to 
the rates from the same points to Minneapolis and St, Paul, and 
to rates on L. C. L, traffic to territory contiguous to the Mis- 
souri Valley cities. He further proposes a finding that an 
assailed intrastate rate from Duluth to Minneapolis and St. 
Paul be found not unjustly discriminatory against interstate 
commerce. 

The examiner said the most important rate complained of, 
which was typical of most of the others, was that of 45 cents 
from Chicago to Omaha, for a short-line distance of about 475 
miles. The other rates from Chicago are, to Sioux City, 46 
cents for a haul of about 498 miles; to Sioux Falls, 47 cents 
for a haul of about 520 miles, and to Aberdeen, 58 cents for a 
haul of about 662 miles. 

The principal allegation, said the examiner, was that the 
rate of 45 cents was unduly prejudicial compared with a rate of 
30 cents from Chicago to the Twin Cities for a distance of 
about 400 miles. He said there was nothing new about the 


"maintenance from Chicago and St. Louis of much lower rates 


to the Twin Cities than to the Missouri Valley cities. He said 
wide disparities in favor of the Twin Cities existed for many 
years prior to December 3, 1931, but that on that date they 
were removed by the rates on the 32.5 per cent basis. On 
October 26, 1932, said he, the existing rates to the Twin Cities, 
representing substantial reductions, were established by de 
fendants, having been found justified in Iron and Steel from 
Illinois Territory, 188 I. C. C. 359. 

“Defendants,” continued Mr. Disque, “are maintaining these 
reduced rates to the Twin Cities as a necessary means of hold- 
ing to their lines traffic that might otherwise move by truck 
from Chicago or Duluth; by truck or river barge from St. 
Louis; or by lake from such points as Chicago, Cleveland, O., 
and Buffalo, N. Y., as far as Duluth and thence by truck. The 
principal force behind the establishment of these rates was 
actual and threatened truck movements from Chicago, The 
rates are supposed to approximate the truck rates and their 
establishment had the effect of practically stopping the truck 
movement.” 

Complainants, said Mr. Disque, sought relatively the same 
rates to the Missouri Valley cities as applied to the Twin Cities, 
claiming that truck competition existed to both sets of des- 
tinations and called for equality of treatment by the defendants. 
Continuing, in part, he said: 


In May, 1934, upon the receipt of information from shipping inter- 
ests that truck competition from Chicago to Missouri Valley cities 
had developed, defendants decided upon rates from Chicago of 35 
cents to Omaha and Sioux City and 36 cents to Sioux Falls, with re 
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lated rates from St. Louls and Kansas City. They later decided to 
not make these reductions, but let the rate situation remain in status 
quo, at least for the time being, hoping that the N. R. A. code of 
fair competition, requiring delivered prices to be made on the basis 
of the all-rail rates and regardless of the rates of other agencies of 
transportation, would hold most of the traffic to the rails. The tes- 
timony, taken in early April, 1934, is to the effect that the code cov- 
ered only a few of the iron and steel articles and that it affected only 
manufacturers thereof and such jobbers as agreed with them to ob- 
serve the code. The present provisions of the code, the practices 
under it, and their effect upon the movement of the traffic are not 
facts of record. In a measure, we are accordingly working in the 
dark, but it would seem that the code should have the same effect 
upon the twin-cities situation as upon the Missouri-Valley situation. 
If the code holds the traffic to the rails, why do defendants continue 
their reduced rates to the twin cities? 

Complainants have shown truck competition to the Missouri Val- 
ley cities and a previous intention of defendants to meet it. Question 
arises as to whether it has such virility of force as may characterize 
the truck, lake and river competition to the twin cities. Defendants 
must have once thought that it had, for otherwise they would not 
have decided upon the reductions that they later refused to make. 
Complainants prove actual shipments, some large and some small, 
generally in 1933, of bolts, wire fencing and wire cloth from Chicago 
rate points, for instance, to Sioux City at rates of 35 and 37 cents; 
also a tariff, effective in April, 1934, of standard truck lines, naming 
a rate from Chicago to Sioux City of 35 cents on iron and steel ar- 
ticles and heavy hardware, not including machine finished or manu- 
factured articles, minimum 20,000 pounds. There is also testimony to 
the effect that some truck rates to Omaha have ranged as low as 
30 cents; that daily service is maintained; that plenty of trucks are 
available, and that there has been a regular and steady movement by 
truck, particularly of articles not covered by the code, On the other 
hand, there seems to be a strong preference for rail trangportation. 
Even before the code became effective some shippers, at laest, moved 
most of their traffic to the Missouri Valley cities by rail, Whether 
or not a carrier in its own interest should meet competition depends 
not merely on how much, but rather on what proportion of the traffic 
is being moved by the competitor, and what the tendency is and what 
the prospects are for future losses. Defendants are now convinced 
that the movement to the Missouri Valley cities by truck is not suffi- 
ciently substantial and menacing to justify reductions in rates. They 
fear they would lose more revenue than they would gain. In other 
words, they urge that considerations of self-preservation do not re- 
quire the same drastic treatment with respect to traffic to the Mis- 
souri Valley cities as has been given that to the twin cities. If 
truck competition to the Missouri Valley cities is as forceful as com- 
plainants contend it is, there constituents can protect themselves 
from the competition of the distributors at the twin cities and inter- 
mediate points by using the trucks. Just why they have not done so 
in the past to prevent the losses they claim to have suffered does not 
appear, * * © 

Truck competition for the less-than-carload iron and steel traffic 
is general. It is particularly keen where the hauls are comparatively 
short. It gradually diminishes with distance. It exists in considerable 
degree, however, even up to 500 miles; for instance, from Chicago 
to the Missouri Valley cities. There is comparatively little of it for 
long-haul movements: for instance, from Chicago to points west of 
the Missouri River. However, in the minds of defendants the reduced 
less-than-carload rates are nevertheless highly desirable, even for 
long distances. They foster long rail hauls. They keep in defendants’ 
hands for the entire distance traffic which would otherwise get into 
the possession of complainants’ members through inbound truck move- 
ments and which might then be distributed by truck. Although, as 
stated, the adjustment incidentally enables a dealer at a point like 
Chicago to send his traffic by rail over the heads of complainants, de- 
priving them of some business, it constitutes for defendants a meas- 
ure of insurance against complainants’ members depriving them of 
both the inbound and outbound traffic. 

The fact that defendants have reduced their less-than-carload 
rates to meet truck competition is not necessarily a reason for their 
reducing their carload rates. It is a matter of quite common knowl- 
edge that truck competition affects less-than-carload traffic much 
more than it does carload traffic. Moreover, if the truck rates and 
truck service are what complainants say they are their members can 
avoid any substantial injury by shipping by truck, * * * 

Defendants are of the view that in the absence of competition iron 
and steel articles constitute a traffic which will move freely on rela- 
tively high rates. They rely mainly on Western Trunk Line Class 
Rates, supra, where the 32.5 per cent basis was prescribed; on Com- 
mercial Club of Fargo, N. Dak., vs. Ahnapee & W. Ry. Co., 198 L. 
Cc, C. 337, where rates on the 32.5 per cent basis from Chicago and 
related points to Fargo, N. Dak., were found not unreasonable; and 
on Iron or Steel Pipe in Western Trunk-Line Territory, 192 I. C. C. 
745, where the same basis was approved for pipe between western 
points, 


RATES ON ANTHRACITE 


In his proposed report in No. 25750, Delaware, Lackawanna 
and Western Coal Co. vs. Central Railroad Co. of New Jersey 
et al, (see Traffic World, Sept. 8), dealing with rates on anthra- 
cite, Examiner H. W. Archer discusses at considerable length 
two questions which he considers before taking up the in- 
trinsic reasonableness of the rates involved: 

(1) Has the Commission authority to require a reduction in the 
transportation charges solely in order to enable a particular shipper to 
more successfully meet competitive influences; and (2) if such au- 
thority resides in the Commission what assurance does the record 
afford that the reduction required would effect the desired results? 


As to the first question Mr. Archer concludes that the Com- 
mission is without authority to require the reduction of rates 
on anthracite solely in order that it may more successfully 
compete with other fuels, and as to the second, that it is 
doubtful if “any thinkable reduction in freight rates would 
have the effect desired.” 

In this proceeding complainant attacks the rates on anthra- 
cite from origins on the D, L. & W., referred to as the Lacka- 
wanna, and on the Central of New Jersey in the Lehigh and 
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Wyoming regions of Pennsylvania to all destinations through 
out official territory, including Illinois, Wisconsin, Minnesota, 
Iowa and Missouri and the provinces of Ontario, Quebec, New 
Brunswick and Nova Scotia, in the Dominion of Canada, as un 
reasonable. Reasonable rates for the future are sought. 

Examiner Archer said that at the hearing certain carrier 
were eliminated as defendants and that complainant moved to 
dismiss the complaint in so far as rates on prepared sizes of 
anthracite to destinations in Illinois, Wisconsin, Minnesota and 
Missouri were concerned. He said this latter action was predi 
cated on the fact that, effectve April 1, 1933, the carriers vol 
untarily reduced their rates on prepared sizes $1 a long ton 
to various points in those states, which, for the present at least, 
complainant accepted as satisfactory. He said the amendments 
to the complaint would be allowed. Transshipment rates to 
Philadelphia, Pa., and to other tidewater points were also as 
sailed, as well as the interstate rates to Philadelphia via Man 
unka Chunk, N. J. 

Interveners in support of the complaint are the Depart 
ment of Institutions and Agencies of the state of New York, 
the Newark, N. J., Chamber of Commerce, the Paterson, N. J., 
Chamber of Commerce, the New York State Coal Merchants’ 
Association, the United Mine Workers of America, and various 
other interests and dealers. On behalf of defendants, either 
actually or nominally, said the examiner, there intervented the 
Boston Chamber of Commerce, the New England Traffic League, 
the Associated Industries of Massachusetts, the Koppers Co., 
and several other organizations engaged in the production of 
by-product coke, as well as several organizations interested in 
the distribution of bituminous coal. The examiner said it was 
the position of most of the coke interests that although they 
were opposed to a reduction in the antharcite rates, their op 
position would be less if they could be assured of a like reduc- 
tion in the rates on their bituminous coal, and that otherwise 
they urged dismissal of the complaint. 

Referring to the anthracite rate structure and changes there- 
in made in the past to points in New York and New Jersey, 
the examiner said that to the following typical destinations the 
present rates were $2.39 to Jersey City, $2.65 to Syracuse, and 
$3.02 to Rochester, from mines on the Lackawanna, Jersey Cen- 
tral, Lehigh Valley, Erie and Delaware & Hudson. He reviewed 
a number of cases to show that extensive consideration had been 
given by the Commission to the rates on anthracite. 

“Complainant’s case rests largely on the contention,” said 
Examiner Archer, “that the retail prices of anthracite coal must 
be substantially reduced in order that it may retain its present 
markets, and, if possible, regain some of those markets lost to 
the competitive fuels of oil, gas, coke, and bituminous coal 
The price reduction to the consumer must, it is said, be from 
$1 to $6 a ton, depending on the community, in order success- 
fully to compete with these other fuels. While an average re- 
duction would not at all answer the purpose, such average 
would, nevertheless, be around $3 a ton. It is not suggested 
that all of this reduction must be taken care of in the freight 
rate, but that contributions must also be made by the operators, 
the wholesale selling organizations, and the retailers. 

“Depression in the coal industry started, it is said, three 
years before the general industrial depression began. From 
the entire antharcite field a total of 77,012,628 net tons were 
shipped in 1924, considered a representative year, while in 
1933 there were shipped but 44,127,225 net tons. The decline 
has been fairly consistent since 1924, although in 1933 the 
market consumed about 750,000 tons more than it did in 1932.” 

The testimony showed, according to the examiner, that the 
receipts of domestic anthracite in the New England states 
dropped from something over 10 million tons in 1924 to 5,639,- 
000 net tons in 1932. 

“This loss in tonnage is all the more significant when the 
increase in population and the accompanying normal increase 
in demand for fuel are taken into consideration,” said the ex 
aminer. “The reduced tonnage is due, it is claimed, to the high 
retail price of anthracite, and the competition encountered with 
oil, gas, coke and bituminous coal, and not primarily to the 
general business depression. In fact, it is said that the depres 
sion helped in a measure to hold the market to antharcite be 
cause of the cost of the. equipment required in the use of oil 
and gas.” 


In 1927, said the examiner, a survey Was made of 21,822 
homes situated in cities in New England, the middle Atlantic 
states, and New York. Of these homes it was found that 16,1/0 
were using anthracite, while four years later, a survey of the 
same homes disclosed that only 10,493 were still burning 
anthracite. Of the 5,677 homes that had discarded anthracite, 
2,422 had gone to oil, 2,374 to coke, 364 to gas, and 251 to 
bituminous coal. The others had gone to foreign anthracite and 
mixtures. In this survey 11,217 replies were received from 
users of competitive fuels, which replies indicated that 38 per 
cent would return to anthracite if the retail price were su) 
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per cent indicated they would return to anthracite following a 
price reduction. Another survey made in 1933 of 3,740 homes, 
mostly in the east but also cities in the middle west, according 
to the report, showed that only two-tenths of one per cent of 
those that had turned to oil indicated that they would return 
to anthracite, while about half of those using coke stated they 
would return if the price were substantially reduced. 

In his discussion of the question of the Commission’s au- 
thority to require reductions in rates to enable shippers to 
more successfully meet competitive influences Mr. Archer said 
the policy of rate making under existing law had always been 
such as would permit traffic to move freely in the channels of 
commerce, having due regard for the interests affected. But 
he said it was not the province of the Commission to establish 
rates under section 1 of the act primarily for the purpose of 
assisting a certain commodity to more successfully compete 
with the same or other articles. By this it wags not meant, of 
course, said he, that the rate adjustments on the competing 
commodities might not, or should not, be taken into considera- 
tion. In fact, he said, the Commission must be satisfied that 
the rates on such competing traffic were properly related, but 
that further than this the Commission could not go. As to 
the second question as to whether the reduction sought would 
effect the desired results, Mr. Archer discussed conditions in 
the anthracite industry and said it was doubtful if the industry 
was in any worse condition than was industry as a whole, or 
that its condition warranted much greater consideration than 
that of the defendants. He said defendants attempted to show 
that rate reductions had not been passed on to the consumer 
but had been absorbed by the operator or dealer. In fact, said 
the examiner, a representative of the New England Traffic 
League and of Massachusetts interests urged that, based 

past experience, a reduction in the freight rates would be 
of no benefit to the consumer, but of considerable detriment 
to the New England carriers. On the other hand, he said, a 
representative of retail coal dealers in New York state asserted 
that any reduction would be immediately passed on to the con- 
sumer, and that the record showed that at Chicago, where the 
rate was reduced $1 a ton on April 1, 1933, the retail price in 
December of that year was $13.99 as compared with $15.51 in 
October, 1932. Likewise at Cleveland, O., the retail price was 
$12.38 in December, 1933, as compared with $13.44 in October, 
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“While it seems reasonably certain,” said Mr. Archer, “that 
a reduction in the rates would not in all cases result in lower 
retail prices, due to the present limited margin of the dealer, 
code limitations, or other commercial reasons, nevertheless, 
it is believed that under the present compelling competitive 
conditions, most of such reduction as might be made would be 
reflected in the retail price. However, in order that the retail 
price may be reduced sufficiently to influence the consuming 
market, it would seem imperative that additional substantial 
contributions would have to be made by the coal interests 
themselves. It is doubtful if any thinkable reduction in the 
freight rates would have the effect desired.” 


After detailed consideration of the rates assailed, Mr. 
\rcher said that they did not, on the whole, seem to be un- 
reasonable, but that in trunk line territory, exclusive of New 
York City, Long Island, and Staten Island, there appeared to 
be many inconsistencies, and that the rates to a number of 
points seemed to go beyond the realm of maximum reasonable- 
ness. He said the rates to Baltimore, Md., and Washington, 
). C., were too high and on prepared sizes should not exceed 
$2.53 and $2.75 a net ton, respectively. He said the rates to 
Saranac Lake, Tupper Lake, and Gloversville, N. Y., and points 
in their general location also seemed to exceed the bounds of 
reasonableness. In his conclusions and findings, Examiner 
\rcher said: 


For the purpose of more consistently aligning the rates in trunk 
e territory with those previously prescribed, the following scale 
epresents reasonable maximum rates for the transportation of pre- 
ired sizes of anthracite in trunk line territory, for the distances 
hown, exclusive of New York City, Long Island, Staten Island and 
nts in New Jersey south of the line of the Pennsylvania Railroad 
extending from Camden through Birmingham and Whitings, N. J. 
arriving at distances, the average over all of the now existing 
ort tariff routes from all of the operating mines in the several 
ups may be used, and in all cases the Wyoming and Lehigh re- 
ns should be considered one group. They seem to be so grouped 
to practically all points involved in this proceeding. Where the 
huylkill region now takes differentials over or under the Wyoming- 
igh regions, such differential adjustment may be continued, but 
differential should in no case exceed or be less than 12 cents per 
ton. 

The following findings are recommended for adoption by the 

mmission: 

(1) That the rates assailed on prepared sizes of anthracite to 
nada, New England and central oleritesied, to points in Iowa, to 
‘ew York City, to points on Long Island, to points on Staten Island, 
nd to points in New Jersey south of the line of the Pennsylvania 
ailroad extending from Camden, N. J., through Birmingham and 
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Whitings, N. J., except to Atlantic City as hereinbefore indicated, are 
not unreasonable. 

(2) That the rates assailed on prepared sizes of anthracite to 
points in trunk line territory, other than those above referred to, are, 
and for the future will be, unreasonable to the extent that they ex- 
ceed, or may exceed, rates on the following basis for the distances 
shown: 

One hundred miles, $1.64 a net ton; 120 miles, $1.78; 140 miles, 
$1.91; 160 miles, $2.03; 180 miles, $2.15; 200 miles, $2.27; 220 miles, 
$2.39; 240 miles, $2.51; 260 miles, $2.63; 280 miles, $2.75; 300 miles, 
2.86; 325 miles 2.97; 350 miles, $3.08; 375 miles, $3.19; 400 miles, 
$3.30; 425 miles, $3.40; 450 miles, $3.50; 475 miles, $3.60; 500 miles, 
$3.70. 

In arriving at the distances for the application of the foregoing 
rates, the average of the now existing short tariff routes from the 
respective origins may be used, the Wyoming and Lehigh regions 
in all cases to be considered one group, and where the Schuylkill 
region now takes the same rates as the Wyoming-Lehigh regions, 
the average distance from that region may also be taken into account. 
Where the Schuylkill region now takes differentials over or under the 
Wyoming-Lehigh regions, such differential adjustment may be con- 
tinued, but the differential should in no case exceed or be less than 
12 cents per net ton. 

(3) That the vate on prepared sizes of anthracite from the 
Wyoming and Lehigh regions to Morris Plains, N. J., is, and for the 
future will be, unreasonable to the extent that it exceeds $1.91 per 
net ton, 

(4) That the rates assailed on prepared sizes of anthracite to 
Baltimore, Md., and Washington, D. C., are, and for the future will 
be, unreasonable to the extent that they exceed $2.53 and $2.75 per net 
ton, respectively. 

(5) That the rates on anthracite to Buffalo, N. Y., for trans- 
shipment by water to points in central territory are, and for the 
future will be, unreasonable to the extent that a separate charge 
is assessed for dumping into the vessel at the port. 

(6) That the assailed rates on pea size of anthracite are, and 
for the future will be, unreasonable to the extent that they exceed, 
or may exceed, rates made 92 per cent of the rates contemporaneously 
in effect on prepared sizes; and that the rates on sizes smaller than 
pea are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, rates made 85 per cent of the rates con- 
temporaneously in effect on prepared sizes. 

It should be understood that the finding numbered (6) is intended 
to apply to the local and proportional rates to the Niagara Frontier 
and to the St. Lawrence River gateways applicable on anthracite 
destined to points in Canada. 

It should also be understood that nothing herein is to be taken 
as justification for increasing any of the rates involved in this pro- 
ceeding. Where such rates are lower than here prescribed, it is 
assumed that conditions warrant that adjustment, and an increase 
in such rates is not here authorized. 

It is recommended that all rates for the transportation of an- 
thracite be published in amounts per net ton of 2,000 pounds. 


PROPOSED REPORTS 


Grapes 


No. 26388, Arthur Carlton (of St. Joseph, Mich.) vs. Mich- 
igan Central (N. Y. C., lessee). By Examiner L. H. Dishman. 
Dismissal proposed. Claim on carload shipment of grapes, 
Derby, Mich., to Harlan, Ky., found barred by the statute. The 
shipment was delivered September 26, 1929. Although the claim 
was originally filed within the three-year period allowed by the 
law, and tien /ater refiled, the examiner said the complaint 
as received within the three-year period was defective in sub- 
stance, inasmuch as the party complainant was not named 
therein, and did not toll the statute of limitations. 


Canned Corn 


No. 26476. Snider Packing Corporation vs. N. Y. C. et al. 
By Examiner Herbert P. Haley. Reparation of $80.08 proposed 
on finding rate of 75 cents inapplicable on canned corn, Winsted, 
Minn., to Irving, N. Y., shipped in October, 1928. Applicable 
rate, 71.5 cents, held not unreasonable, 


Cattle 


No. 266395, E. L. Foote vs. N. Y. C. et al. By Examiner 
Leland F. James. Rates, cattle, points in Ohio, Missouri, Min- 
nesota, Wisconsin and Tennessee to Hobart, N. Y., unreason- 
able to extent they exceeded contemporaneous rates in effect 
to New York, Boston, Portland and Bangor. Reparation pro- 


posed. Shipments moved between February 20 and November 
17, 19382. Rates on horses, points in Iowa to Hobart, not un- 
reasonable. 





COMMISSION ORDERS 


No, 26627, Kansas City Stock Yards Co. et al. vs. A. & S. et al. 
The Sioux City Livestock Exchange permitted to intervene. 

No, 26635, The Texas Co. vs. C. & G. et al. Mexican Petroleum 
Corporation of Louisiana, Inc., and Pan American Petroleum Corpor- 
ation permitted to intervene. 

No, 23437-Sub. No. 1, Arcady Farms Milling Co. et al. vs. Santa 
Fe et al. The Staley Milling Company has been dismissed as a party 
complainant thereto. 

No. 26599, Standard Oil Company et al. vs. A. G. S. R. R. et al 
The Gulf Refining Company has been permitted to intervene. 

Ex Parte No. 96, Through Routes and Joint Rates between Inland 
Waterways Corporation and other common carriers. The fifth order- 
ing paragraph of the Commission's order of March 27, 1933, further 
amended so as to make the same effective on or before September 
20, 1934, upon 10 days’ notice. 

No. 23684, and Sub. 1, Union Mirror Co. et al. vs. B. & O. et al, 
and |. & S. 3462. Glass (plate, polished, and polished wired), from, 
to, and between points in southern territory. Order entered herein on 
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June 4, 1934, is modified to become effective on November 26, 1934, 
instead of October 17, 1934. 

No. 26573, Abingdon Sanitary Manufacturing Co., Inc., vs. A. C. & 
Y. et al. Consolidated Feldspar Corporation permitted to intervene. 

No, 26166, Nash-Finch Co. et al. vs. A. T. & S. F. et al. Order 
entered herein is modified so as to become effective November 24, 
1934, upon not less than 30 days’ notice, instead of said October 25, 
1934. 

No. 24375. Hygrade Food Products Corporation vs. A. T. & S. F. 
et al. Order is modified so as to become effective on or before No- 
vember 5, 1934, instead of September 20, 1934. 

No, 25412, Dawson Produce Co. et al. vs. A. T. & S. F. et al., and 
No. 25706, Dawson Produce Co. et al. vs. Same, Order entered herein 
on July 5, 1934, is modified so as to become effective on November 7, 
1934, upon not less than 30 days’ notice, instead of said October 18, 
1934. 

No. 26004, Chamber of Commerce of Fargo, N. D. et al. vs. A. C. 
& Y. et al. Order entered herein on June 19, 1934, is further modi- 
fied so as to become effective on October 15, 1934, upon not less than 
15 days’ notice. 

No. 26160, Portales Chamber of Commerce et al. vs. A. T. & S. F. 
et al. Order entered herein on June 30, 1934, is modified so as to he- 
come effective on November 10, 1934, upon not less than 30 days’ no- 
tice instead of on October 11, 1934. 


PETITIONS FOR REHEARING, ETC. 


No. 25430, California Live Stock Commission et al. vs. A. T. & 
Ss. F. et al. Complainants and interveners ask that the report of 
division 8, dated July 5, 1934 (mfmeographed), be revised. 

No, 19191, Birch Valley Lumber Co, vs. Strouds Creek & Muddlety 
and cases grouped therewith. Carriers by steam railroad in Official 
territory ask the Commission to reopen these cases in which there are 
outstanding orders affecting rates on lumber within Official territory, 
and to consolidate the same with related proceedings, and to permit 
such additional relief as may be appropriate to avoid a multiplicity 
of actions. 

No. 26160, Portales Chamber of Commerce et al. vs. A. T. & S. 
F. et al. Defendants ask for postponement of effective date of order 
made and entered on June 30, 1934, for ninety days beyond October 
11, 1934. 

1. & S. 3928, Ex-river grain from St. Louis to the south, Missis- 
sippi Valley Association, intervener, asks for reconsideration and re- 
argument. 

1. & S. 3999, Plumbers’ goods from, to and between the south. 
Southern carriers ask for a lifting of the suspension with respect 
to the rates on plumbers’ goods from and to points within southern 
territory. 

No. 16250, Indiana State Chamber of Commerce et al. vs. B, & O. 
et al. Defendants ask for reconsideration of petition for rehearing and 
reconsideration of that part of this case relating to reparation. 

No, 23904, Traffic Bureau-Lynchburg Chamber of Commerce vs. 
L. & N. et al. Complainant asks for reopening of this case and for 
recession of the order dismissing the complaint pending further liti- 
gation, 


LOANS TO RAILROADS 


In August repayments on railroad loans to the Reconstruc- 
tion Finance Corporation were as follows: Baltimore & Ohio, 
$12,144,900; Illinois Central, $3,333.83; Maine Central, $3,156.56; 
and Rock Island, $13,846.44. Disbursements under authorized 
loans in the same month were: Illinois Central, $801,000; Den- 
ver & Rio Grande Western, $104,000; and Baltimore & Ohio, 
$1,800. 

The report of the Reconstruction Finance Corporation as 
of August 31 shows that disbursements to railroads totaled 
$413,675,144.04 and that repayments totaled $70,486,162. The 
increase in repayments as compared with the previous report 
was due to collection by the R. F. C. of $12,500,000 from the 
Baltimore & Ohio. 

Public Works Administrator Harold L, Ickes has announced 
an allotment of $3,000,000 for a loan to the Lehigh Valley Rail- 
road Co. The money will be used by the company to build 
1,900 freight cars in its shops at Sayre, Pa., where the com- 
pany’s shopmen will receive more than 4,000,000 man-hours of 
employment, and to purchase 3 Diesel-electric switching engines, 
according to the PWA, which adds: 


Production of materials to be used in the 1,900 freight cars is es- 
timated to create more indirect and industrial employment than will 
be given to the shopmen, The amount of employment to be created 
by MECINS the new locomotives in outside shops has not been esti- 
mated. 

This is the third loan to the Lehigh Valley. The first, of $2,000,000, 
was made last winter to give employment to the company’s shopmen 
at Sayre and Packerton, Pennsylvania, on the job of repairing and 
rebuilding 2,000 freight cars. The second, of $600,000, was to enable 
the company to purchase 5 new locomotives, which are being manu- 
factured by the Baldwin Locomotive Company in Philadelphia. 

Administrator Ickes also announced that he has signed a contract 
for a loan of $32,500 to the Missouri Southern Railroad Co., the money 
to be used to purchase a new Diesel-electric locomotive. The allot- 
ment for this loan was made some time ago. The total of railroad 
loans thus far placed under the contract is $188,181,500. 

Two previously awarded railroad loan allotments have been re- 
scinded, the Administrator also announced. One of $3,500,000 to the 
Escanaba, Iron Mountain & Western Railroad Company for construc- 
tion of a concrete ore dock at Escanaba, Mich., was rescinded be- 
cause the company has decided to repair two existing docks and con- 
tinue to use them instead of building the new one. The other re- 
scinded allotment was for a loan of $75,000 to the Fort Smith & 
Western Railroad Co., an Oklahoma short line, for repairs to roadway 
and equipment, This allotment also was rescinded at the request of 
the company. 


In Finance No. 10388, Baltimore & Ohio Railroad Co. pub- 
lic works improvement, the Commission, by division 4, in a 
supplemental report, has approved a modification of the previous 
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report and certificate approving repairs to 100 additional loco. 
motives at an estimated cost of $4,500 a locomotive and re. 
pairs to approximately 7,000 freight train cars at an estimated 
cost of $150 a car. The work is part of a railroad maintenance 
program estimated to cost $4,279,244, financed with a PWA 
loan. 

In Finance No. 9167, the Chicago & North Western has 
filed a supplemental application for extension of the maturity 
date of a note for $5,000,000, on which $434,000 has been paid, 
due the Reconstruction Finance Corporation, October 13, for 
two years, and for three-year renewals of the following RFC 
notes: $4,619,891 due October 31; $1,565,465 due November 30, 
and $1,275,994 due December 31. The applicant said it wished 
to extend for two years a loan aggregating $5,000,000 carried 
by eighteen banks, more than 50 per cent of which had advised 
they would extend their several loans for two years if the 
Reconstruction Finance Corporation would grant a similar ex- 
tension on the $5,000,000 note due October 13. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D, No. 10493, permitting Wilton J. 
Lambert and Davis Elkins, receivers of the Washington and Old Do- 
minion Railway, to abandon operation of part of the line of railroad of 
said company in Arlington and Fairfax counties, Va., approved. 

Report and order in F. D. No. 10567, granting authority to the 
Louisiana Southern Railway Company to issue not exceeding 10,000 
shares of capital stock of the par value of $10 a share in exchange 
for a like number of shares of capital stock of the par value of $100 
a share, condition prescribed (provided, however, and the authority 
herein granted is upon the express condition, that before the appli- 
cant shall issue any shares of said stock of the par value of $10 a 
share, it shall file with this Commission the necessary amendment of 
its charter duly attested by proper public authority of the State of 
Louisiana), approved. 

Report and order in F. D. No. 10590, granting authority to the 
Gulf, Mobile and Northern Railroad Company to issue not exceeding 
$107,275 of secured promissory notes to the Chicago, Burlington & 
Quincy Railroad Company in payment for rail, approved. 

Report and certificate in F. D. No. 10428, permitting the Kansas 
City, Merriam & Shawnee Railroad Company, and Frank S. Peters, 
its receiver, to abandon, as to interstate and foreign commerce, a line 
of railroad in Johnson and Wyandotte counties, Kan., approved. 

Report and certificate in F. D. No, 10559, authorizing the New 
York Central Railroad Company, the Cleveland, Cincinnati, Chicago & 
St. Louis Railway Company, and the Chicago, Burlington & Quincy 
Railroad Company to construct and operate certain tracks in For- 
man, Johnson county, Il., approved, 


FINANCE APPLICATIONS 


Finance No. 10607. White River Railroad Co., Inc., asks authority 
to abandon its entire line of railroad between Rochester and Bethel, 
Vt., 19.34 miles long. The reason given for the proposed abandonment 
is that applicant “is hopelessly insolvent and has no earning power 
nor any prospect of any future revenue.”’ 

Finance No. 9271. Supplemental application of the Baltimore & 
Ohio Railroad Co. for authority to pledge $3,313,000 of its refunding 
and general mortgage series E, 6 per cent bonds, as collateral securit) 
for short term notes. 

Finance No. $630. Supplemental application of Gulf Mobile & 
Northern Railroad for authority to pledge to the Railroad Credit 
Corporation not exceeding $684,000 of its first mortgage 5 per cent, 
series C, gold bonds, to secure a renewal of a loan in the amount of 
$200,000, 

Finance No. 10608. Missouri Southern Railroad Co. asks authority 
to issue promissory notes in the aggregate of $15,000 and to assume 
obligation and liability in respect of not exceeding $32,500 of equip 
ment trust certificates to be issued and sold at par in connection with 
the acquisition of an oil electric locomotive, in connection with PWA 
loan. 

Finance No. 10609. Hanover Railway Co. asks authority to aban 
don its line from North Hanover, Ill., on the C. G, W. to Hanover, 
Ill., approximately 2 miles. Applicant said it was now without funds 
to pay actual operating expenses and that the C. G. W. had placed 
an embargo on all carloads on account of the applicant’s bridges not 
passing their inspection. Applicant said bus and truck lines had had 
much effect on its business. 


MISSOURI ‘PACIFIC UNIFICATION 


Because the Commission has dismissed without prejudice 
the application of the Missouri Pacific Railroad Co. in Finance 
No. 7470, involving unification of Missouri Pacific lines, it has 
also dismissed the carrier’s application in Finance No. 7902, 
Missouri Pacific Railroad Co. assumption of obligation, in 
which the carrier asks for authority to assume obligation and 
liability, as lessee, in respect of securities of the New Orleans, 
Texas & Mexico Railroad Co. and the International Great 
Northern Railroad Co. In view of the dismissal of the unifi- 
cation application, which. covered among other lines those of 
the N. O. T. & M. and the I. G. N., the Commission said there 
was no necessity for the assumption of obligation and liability 
in respect of the securities of those companies. 

M. & ST. L. REORGANIZATION 

Chairman Jones, of the Reconstruction Finance Corporation, 
in a letter to F. J. Lisman, chairman of the Minneapolis & St. 
Louis reorganization’ committee, has expressed the view that 
the railroad should be taken out of receivership, reorganized, 
and put on an income paying basis. He said the reorganization 
plan should be one satisfactory to the R. F. C., the I. C. ©. 
and the court. He said the R. F. C. would make a loan of 
$4,750,000 to aid in carrying reorganization. 
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ROOSEVELT TRANSPORT PROGRAM 


The Trafic World Washington Bureau 


The first pronouncement from the Roosevelt administra- 
tion indicating support for the recommendations of Coordina- 
tor Eastman and that action on them will be urged at the next 
session of Congress has come from Donald R. Richberg, execu- 
tive secretary of President Roosevelt’s Executive Council, 

In his concluding report to the President on the accomplish- 
ments of the recovery program, released for publication Septem- 
ber 10, Mr. Richberg, under the heading, “Advance in Public 
Services,” said that, also contributing materially in assisting 
economic recovery “but emphasizing more the reconstruction 
and permanent aspects of the program, is another group of 
activities set in motion by the Administration.” 

In this connection he refers to the work of the Federal 
Coordinator of Transportation. 

What is regarded as important in the Richberg report is the 
following statement: 


A legislative program is in preparation for consideration at the 
ext session of Congress to put in effect recommendations of the co- 
dinator resulting from his exhaustive investigations. 


The part of the Richberg report relating to the work of 
Coordinator Eastman follows: 


The work of the federal coordinator of transportation may be 
immarized as follows: 

In the elimination of railroad wastes the coordinator reports that, 
because of the limitations placed on immediate accomplishment by the 
statutory prohibition of reductions of employment, his chief activity 
has been that of comprehensive research, aiming at the modernization 
of railroad operation, equipment, service and rates. A completed re- 
port on merchandise traffic proposes radical changes in methods of 
handling, looking toward a saving of between $50,000,000 and $100,000, - 
v0U a year, 

Similar reports on carload and passenger traffic are nearly com- 
pleted, Many other studies completed, or in process, cover such tech- 
nical subjects as terminal unification, concentration of shops, stan- 
dardization of equipment, materials and supplies, and pooling of 
various facilities. These investigations already demonstrate that large 
and important savings can be made through better coordination and 
ntegration of the railroad industry. 

In the matter of legislative recommendations, the coordinator 
iided in a revision of the railway labor act and in the improvement 
f the railway pension bill. He has made two comprehensive reports 

the President. One discussed, in a preliminary way, remedies for 

sent railroad ills, paving the way for a further report at the next 
ession of Congress. Another report recommended a coordinated fed- 
ral regulation of railroads and of motor and water carriers under 
the Interstate Commerce Commission. 

4 legislative program is in preparation for consideration at the 
ext session of Congress to put in effect recommendations of the co- 
rdinator resulting from his exhaustive investigations. 

The coordinator is also making studies of working rules which 
re claimed to be burdensome, and a comprehensive investigation of 
employment records. His other activities have included work in 

nging about a voluntary reduction in salaries of railroad executives, 

reduction in the price of steel rails, cooperation with the P. W. A 

promoting loans for railroad purchases, and promoting cooperation 

tween groups of transportation agencies, 

The funds of the coordinator are obtained, under the act, by as- 
essment on the railroads; total expenditures in the first year, end- 
ne June 16, 1934, were $397,521 Total expenditures of the current 
ear will approximate $530,000. 


Brief references are made in the report to the creation of 
the Railroad Retirement Board, the Federal Aviation Commis- 
ion. the National Mediation Board, and the Foreign Trade Zone 
Board, which will deal with applications for permission to 
reate foreign trade zones in ports of the United States. 


( 


Eastman at Work on Program 


fetween now and the opening of the Seventy-fourth Con- 
gress in January Coordinator Eastman will whip into shape 
what it is expected will be the Roosevelt transportation legis- 
ative program. Definite determination, it is understood, has 
been reached to obtain action on this program at the next ses- 
sion. President Roosevelt, it is understood, will throw his in- 
fluence back of the program to obtain its translation into law. 

The conference which Coordinator Eastman held with Presi- 
dent Roosevelt last week was a preliminary one and others are 
expected to be held as the program is developed. 

The program will include the recommendations of Coordi- 
nator Eastman for regulation of highway and waterway car- 
riers. The specific bills dealing with this subject and intro- 
duced at the last session of Congress are being reviewed by 
the coordinator in the light of criticisms made of those measures 
and it may be that revised measures will be drafted. Experience 

the National Recovery Administration under codes dealing 
vith highway and waterway carriers will be considered, 

The program also will include the reconimendations set 
forth in four separate bills which were proposed by Mr. East- 
man along with the highway and water regulation bills. These 
ills would: 


Enable the Commission ‘o prescribe minimum as well as maxi- 
joint rail-water rates, and to establish through railroad routes 
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where deemed necessary in the public interest regardless of the 
‘“short-hauling’’ of any carrier. 

Include ports and gateways in the protection of section 3 against 
undue preference and prejudice 

Restore the fourth section to the form which it had prior to the 
legisiation of 1920. 

Shorten the statutory periods of limitation with respect to repara- 
tion claims to 1 year in the case of overcharges (and undercharges) 
and to 90 days in the case of all other claims, 


Permanent Coordinator 


Another major feature of the program will, it is expected, 
involve determination of whether an office such as that of the 
coordinator will be made a permanent federal establishment. 
Coordinator Eastman believes, as he stated in his first report 
on “Regulation of Railroads,” there should be an officer of the 
government, with powers like those of the present coordinator. 

President Roosevelt, as is, of course, known, has extended 
the operation of Title I of the emergency railroad transportation 
act, 1933, under which the coordinator functions, until June 16, 
1935, when the provisions of Title I will no longer have effect. 
The question of whether or not an office such as that of co 
ordinator is to be continued on a permanent basis, therefore, 
is up for determination. There will also be the question of 
whether or not legislation of the character embodied in the 
emergency transportation act with respect to effecting economies 
shall be made permanent. If legislation of this character is 
to be proposed, Coordinator Eastman is expected to urge for 
adoption by Congress the changing of the restrictions upon 
reduction in railroad labor employment now contained in sec- 
tion 7 of the emergency act. He has expressed the view that 
these provisions go beyond what is reasonable and stand in the 
way of improvements in operation and service which in the 
long run will be of advantage to railroad labor. 

The coordinator’s views, in part, with respect to the office 
of a transportation coordinator as set forth in his report on 
“Regulation of Railroads” follow: 


Such an office should not assume the form of a bureaucratic es 
tablishment. It should be carried on with a comparatively small and 
flexible staff. It should be regarded as a means of government aid 
to, rather than domination of, the transportation industry. The offi 
cer in charge should not have the aspect of a director general or ad- 
ministrator of the industry. So long as the railroads are privately 
owned and operated, the emphasis should be on the private manage- 
ment. It should be aided in the development of initiative and enter 
prise, rather than restrained, The officer of the government should 
lend his aid to the promotion of leadership in the industry, to organi 
zation for common ends, and to the initiation of general studies of 
various phases of operation, service, charges, and management, where 
such studies are needed, He should have full power to procure in 
formation and require studies, and should also be authorized to utilize 
the services of men loaned by the industry for specific purposes, but 
not to require such services. To secure such help, he should depend 
upon his ability to convince the industry of its value. He should, in 
short, be primarily a means of concentrating and bringing to focus 
the best thought of the industry rather than a means of supplying o1 
imposing thought from without 

It should be made clear that the studies of the coordinator need 
not be confined to the elimination of ‘“‘wastes and other preventable 
expense,’’ but may include all matters in transportation of general 
importance and affecting the publie interest. He should not, of course, 
be expected to cover all possible matters, and the choice of subjects 
should be left to his discretion. 

The coordinator should endeavor to secure his results largely 
through voluntary action on the part of the carriers. The emphasis 
should be on the initiative of the private managements, at least until 
it is shown that this cannot be relied upon. To this end they should 
be relieved entirely from the operation of antitrust statutes, both fed- 
eral and state. With the degree of public regulation which is now 
exercised over the railroads and which may be anticipated in one 
form or another over the other transportation agencies, these statutes 
serve no useful purpose. The coordinator should be given authority 
to arbitrate disputes between the carriers. For the time being his 
authority to order should be as provided in the present act ... 

The coordinator should continue to be under the duty, as now, 
to recommend from time to time, to the President and to Congress, 
changes in legisiation or new legislation for the improvement of 
transportation conditions . 

The plan outlined above visualizes an officer of the federal gov 
ernment whose duty it shall be to concentrate upon the broader trans- 
portation problems free from preoccupation with hearings, arguments 
and study of specific complaints, and who, without in any way admin- 
istering the industry, can lend aid and assistance to it. As aforesaid, 
the success of this plan will depend, not only upon the coordinator, 
but to a very considerable extent upon the private managements 


Consolidation of Railroads 


It is expected that recommendations will be made with re- 
spect to amendment of the consolidation provisions of the inter- 
state commerce act. These may involve a proposal giving the 
Commission power to enforce a consolidation. Study is being 
made of legal questions involved in this proposal. 

“That consolidations or other unifications of railroad prop- 
erties, at least within certain limits, may often be desirable is 
conceded,” said Mr. Eastman, in his report on “Regulation of 
Railroads.” “I do not favor a grand plan of consolidation, to 
be accomplished either immediately or, as Mr. (Leslie) Craven 
proposes, gradually over a term of years. However, provision 
for compulsory consolidation under strict supervision meérits 
a trial, both because it would permit such union of railroads to 
be accelerated where that may be desirable, and because it 
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would, if Mr. Craven is right in his law, permit consolidations 
to be consummated by exchange of securities and without the 
use of cash. The latter result would be of most decided public 
advantage. Legal questions in connection with such a provision 
may require judicial decision, but the sooner this situation can 
be clarified the better. 

“Efforts toward coordination should not prevent the progress 
of consolidation, to the extent that it can be shown to be in 
the public interest. In my judgment, the Commission should 
be empowered, after full public hearing, to enforce such a con- 
solidation on the terms which it decides to be just and reason- 
able, whenever the coordinator requests that it initiate a pro- 
ceeding for that purpose. I doubt, also, the necessity or de- 
sirability of requiring the Commission to adhere to any fixed 
plan of general railroad consolidation in this connection, Sub- 
ject to such general standards as Congress may see fit to pre- 
scribe, a demonstration that what is proposed will be in the 
public interest should be the controlling factor. 

“Enforced consolidations should be through the medium of 
federal corporations created for the purpose. In fact, it may be 
advisable to require such charters for all railroad companies. 
The Craven plan of public directors on the boards of such 
corporations should be put to test, when and where the Com- 
mission finds that it can be tried without detriment to other 
railroad companies not having such public directors.” 

Coordinator Eastman has under way studies with respect 
to the question of financial reorganization of carriers. Amend- 
ments in this connection may be proposed to the federal bank- 
ruptcy act, under which reorganization of railroads may be 
affected, and to the Reconstruction Finance Corporation act. 


Report on Subsidies 


Coordinator Eastman expects to have ready soon his report 
dealing with the subject of subsidies. This report and the 
recommendations therein may bear an important relation to the 
legislative program. The coordinator has stated that, due to 
the facilities provided out of public funds for highway, water- 
way and air transport, the question arises whether and to what 
extent, by reason of these conditions, and giving due considera- 
tion to taxation and other payments into the public treasury, 
certain forms of transportation are receiving an actual or 
virtual public subisdy which gives them a substantial advan- 
tage over competing forms of transportation which cannot be 
justified on sound grounds of public policy. To the extent that 
this is found to be the situation, the further question arises 
as to how it can and should be corrected, according to the co- 
ordinator. 

President Roosevelt has expressed himself as favorable to 
imposition of some kind of tax on users of waterways which are 
maintained by the government at the expense of the general 
public if such an assessment could be worked out. He has said 
that, at least, the users of the waterways should, it seems, con- 
tribute enough to meet the maintenance cost. 

In connection with the visits of Coordinator Eastman and 
J. J. Pelley, president of the New Haven, to see the President 
last week, there has been talk that the President might have 
something to say soon on the transportation question. It is 
pointed out that the President might wish to outline in a gen- 
eral way his views on this problem before he addresses Con- 
gress later on the subject. 


Reorganization of |. C, C. 


Reorganization of the Commission is expected to be a sub- 
ject that will be considered in connection with the President’s 
proposed legislative transport program. The President has ex- 
pressed the opinion that there should be a central federal agency 
regulating all forms of transportation. Coordinator Eastman, 
of course, in his report dealing with regulation of carriers, 
recommended regulation of all main forms of transportation by 
the Commission. 


In that report the coordinator said if the Commission’s juris- 
diction was extended over the other forms of transportation, 
the Commission should, for the time being and until need for 
interference was shown, be permitted to plan for itself the 
form and manner of internal organization necessary to accom- 
plish the best results. 


A review of the policies of the railroads as a whole with 
respect to adoption of a national transportation policy shows 
that the railroads are supporting a program calling for restora- 
tion of confidence in railroad securities, equality of opportunity 
and efficient and economical operation of the railroads. The 
railroad program is predicated on the premise that there will be 
private ownership and operation of the railroads. 

Adequate revenues, regulation of competing agencies by the 
same body, elimination of prohibitions against ownership and 
operation of one form of transportation by another, discontin- 
uance of the government barge line operations, elimination of 
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subsidies to highway and waterway carriers, voluntary con- 
solidation of railroads, amendment of the antitrust and anti- 
monopoly statutes to permit carriers to cooperate in eliminating 
yaste and effecting economies, continuation of loans to rail. 
roads, especially in the recovery period, by the Reconstruction 
Finance Corporation, and revision of the long-and-short-havy! 
clause of the fourth section at least to the extent of restoring 
the fourth section to its original form—these are the principal 
points in the railroad program. 

It is expected that the railroads will undertake to “get 
across” to the public and public officials their objectives as 
outlined, 

Jones on Transportation 


In an address September 13 before the National Business 
Conference at Babson Park, Mass., Jesse H, Jones, chairman of 
the Reconstruction Finance Corporation, had the following to 
say on the subject of transportation: 


It will probably be necessary to continue lending to railroads 
We cannot get along without the railroads, and until they can be 
brought to a better earning basis, some of them will need govern 
ment assistance, The loans can be furnished with little, or no lo 
and a good purpose served, 

All principal transportation service, railroads, trucks and busses 
inland waterways, river traffic, etce., should probably be brought 
under a single regulatory control, with a view to the elimination 
of waste and unnecessary duplication of service. 

The public must be protected against excessive rates, both freight 
and passenger, but fewer trains and tracks, and probably fewer 
trucks, busses and barges could provide adequate service. I do not 
suggest government ownership of railroads, but effective regulation 
accompanied by financial assistance, Where necessary and prope! 


U. S. CHAMBER AND RAILROADS 


Using the application of the railroads for permission to in- 
crease rates with a view to obtaining additional revenue of 
$170,000,000 annually as cause for a restatement of the position 
of the Chamber of Commerce of the United States on the trans- 
portation question, Henry I. Harriman, president of the Cham 
ber, asserts that the unsatisfactory financial condition of the 
railroads emphasizes the need for a more consistent permanent 
policy of railroad regulation than has been established. 

Less government interference with railroad management, 
an opportunity to earn a reasonable return, greater flexibility 
in the making of rates, regulation of competing agencies of 
transportation, and encouragement of voluntary consolidations 
of railroads—these are the things that Mr. Harriman says 
should be embodied in a sound national transportation policy. 

“The stake of American business in the national transpor- 
tation policies now under discussion is brought out by the 
pending application of the railroads for a $170,000,000 rate in- 
crease,” says he. “Whether or not the increase is granted 
the American public will in either case pay a penalty largely 
due to shortcomings in the government’s past treatment of the 
railroads. If granted, the public will pay directly in the in- 
creased rates. If refused, they will pay in further depression 
of this major industry, with decreases in earnings, employment 
and quality of service. 

“The new rate application thus serves to emphasize how 
important it is, when public authority exercises regulating 
power over such business agencies, that the power be so exer 
cised as to enable them to proceed consistently in meeting the 
public need without having to make emergency applications 
for rate increases. 

“The Chamber of Commerce of the United States does not 
express opinions on the merits of rate cases pending before 
the Interstate Commerce Commission but it has had occasion 
in the past to put forward a number of proposals as to the 
regulatory policies essential to maintaining a healthy condition 
of railroad transportation. It seems timely, therefore, to point 
these out as emphasized by the pending rate application. 

“As a cardinal principle, the government never should, 
under the guise of regulation, invade the proper field of rail- 
road management. Since the war there have been many de- 
partures from that principle, adversely affecting railroad rev- 
enues, facilities and operating costs. 

“In the first place the regulating authorities failed to carry 
out revenue features of the transportation act intended to im- 
prove the carriers’ financial stability. To be sure, after inves- 
tigation, they determined 5% per cent as a fair return but sub- 
sequently they so restricted rates that railroad earnings never 
attained that figure. This is shown by the following table, 
which gives the approximate operating returns before deduction 
of fixed charges: 

1921, 3 per cent; 1922, 3% per cent; 19238, 4% per cent; 
1924, 4% per cent; 1925, 5 per cent; 1926, 5% per cent; 1927, 
4% per cent; 1928, 5 per cent; 1929, 5% per cent; 1930, 3% 
per cent; 1931, 2% per cent; 1932, 1% per cent; 1933, 2 per 
cent. 

“Expressed in another way, the return to the railroads as 
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a whole for the period from 1923 to 1929, when traffic volume 
was relatively high, was in the aggregate a billion dollars short 
of the amount which the Interstate Commerce Commission had 
determined as needed to maintain them on a sound financial 
basis. 

“During the pre-depression years, with railroad earnings 
thus restricted, the attitude shown in reports and decisions of 
the Commission seems to have been that no emergency existed 
in railroad affairs and that with further increases in traffic the 
authorized level of earnings would be attained. There ap- 
peared to be little recognition of the duty of the public author- 
ities to anticipate the needs of the railroads and the shipping 
public under conditions of depression. Thus, when the emer- 
gency did arrive in 1930 and traffic fell off sharply, many of the 
carriers were ill prepared for that eventuality. 

“In addition, the government during the past four years 
has repeatedly called on the railroads to disregard their own 
interest and the shippers’ interest by making special contri- 
butions to the public welfare, notably the continuation of im- 
provement work to assist in maintaining industrial activity 
and employment, the maintenance of wage rates much longer 
than in most industries and the reduction of rates for move- 
ment of emergency and relief supplies. 

“In some ways and to some extent public responsibility has 
been recognized. Through the Reconstruction Finance Corpora- 
tion loans have been granted to railroads, chiefly to help them 
meet maturities, but the amounts have been moderate, totaling 
less than two months’ gross revenue of the railroads as a 
whole. The public through increased rates in effect during 
1932 and 1933 was called upon for $75,000,000 a year to aid in 
meeting the railroads’ emergency needs. The temporary 10 per 
cent wage cut, accepted by the employes in January, 1932, 
reduced operating expenses by about $100,000,000 a year. These 
measures made it possible for many carries to meet obligations 
which otherwise they would have had to default. 

“The volume of rail traffic, though somewhat lower in 
\ugust than two months before, was nearly 20 per cent above 
the low point of the summer of 1932. This increase in traffic 
has brought substantially increased receipts but the receipts 
have been restricted by the discontinuance of the rate increases, 
while expenses have risen due to the giving back of a portion 
of the wage cut, necessary expenditures for deferred mainte- 
nance and increased costs of materials and supplies. In effect, 
the railroads ask for restoration of the rate increases and for 
nearly $100,000,000 a year more, or an estimated total of 
$170,000,000 additional earnings above the existing level based on 
the present traffic volume. Even this, the application holds, will 
fall short of meeting the carriers’ financial] needs and further 
improvement will depend upon increases in traffic. The possi- 
bilities in this direction may be seen in the fact that a further 
“0 per cent traffic increase, equal to that already attained, would 
only restore the volume which prevailed in 1931 and would 
still - about 25 per cent below what is generally regarded as 
hormal, 

“To sum up, the unsatisfactory financial condition of the 
railroads since the war and particularly during the depression 
emphasizes the need for a more consistent permanent policy of 
railroad regulation such as that advocated by the Chamber, 
which may be stated as follows: 


The railroads should be freed from government interference with 
proper functions of management, including responsibility for op- 
erating costs, 
rhe Interstate Commerce Commission should give them oppor- 
tunity to earn cost of service plus a reasonable return such that in 
me of business activity they will be able to reduce indebtedness and 
iild up adequate reserves. 
Rate policies, including the long and short haul clause, should per- 
t pie flexibility in rates to meet requirements of both shippers 
na carriers, 
Competing forms of transportation should be reasonably regulated 
eliminate cutthroat competition and to enable each type of trans- 
portation to perform the services for which it is best fitted. 
Voluntary consolidation subject to Commission approval, delayed 
many years by failure of the Commission to take preliminary steps 
required by law, should be encouraged where justified through eco- 
efficiency. 


“Under such policies of public regulation the railroads 
should, with a return to normal conditions of general business 
activity, soon be able to reestablish themselves on a sound 
nancial basis.” 


t? 
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IPELLEY CONFERS WITH EASTMAN 
_ J.J, Pelley, president of the New York, New Haven & Hart- 
ford, conferred for nearly two hours September 10 with Co- 
ordinator Eastman. At the conclusion of the.conference he 
said he had discussed the railroad situation with the coordinator. 
He had nothing to say with respect to the outlook for trans- 
portation legislation at the next session of Congress nor with 
respect to reports that he would head the proposed railroad 
organization into which it is expected the Association of Rail- 


Way Executives and the American Railway Association will be 
merged, 
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CHARGES PROPOSED AT PORTS 


(Address by Joseph B. Eastman, Federal Coordinator of Trans- 
portation, before the American Association of Port Authorities at 
New York, September 13.) 

The present transportation situation has many phases 
which are of great interest to men like yourselves and likewise 
of great public importance. In this particular address, how- 
ever, I shall confine myself within quite narrow limits, for it 
gives me an opportunity to take up with you some matters in 
which you are peculiarly concerned and on which I believe 
that we can work together to very great advantage. 

One of the underlying reasons for the emergency transpor- 
tation act, 1933, was a conviction on the part of many that 
the intense competition of the railroads with each other for 
traffic has produced various results which are both undesirable 
and unnecessary and which could be corrected or avoided with 
much benefit, not only to the railroads but to the entire coun- 
try, through a greater degree of wise cooperation with the aid 
of the government. You are all familiar with the kind of thing 
that I have in mind. One railroad grants some concession or 
advantage for the purpose of inducing traffic to its line, and 
for a time the effort is successful. As soon as the results are 
felt by rival railroads, however, they follow suit and grant a 
similar concession or advantage, with the consequence that at 
length they have all depleted their revenues to no purpose and 
have created a net loss without compensating gain on the part, 
even, of any individual] railroad. It is an illustration of what 
has come to be known as the “vicious circle.” 

It is highly important, of course, especially with railroad 
earnings what they are, that all such situations as may exist 
be brought to light and corrected, so far as practicable. They 
flourish at the ports of the country, because there the competi- 
tion of the railroads with each other and with other forms of 
transportation is aggravated by the very keen competition of 
the ports themselves. If there is any competition which is more 
rampant and vociferous than that in which the ports indulge, it 
has somehow escaped my attention. 


Free Use by Ships 


With these preliminary remarks, let us get down to cases. 
At our ports the wharves and piers, which for convenience I 
shall call terminals, are sometimes owned or leased by steam- 
ship companies, but more often they are owned or operated 
by railroads, by governmental bodies, such as states, munici- 
palities, and port authorities, or by independent private in- 
terests. The railroads own and operate a very large number. 
For a long time other operators at many of the ports have com- 
plained that they cannot obtain satisfactory revenues from their 
terminals, because it is a practice of the railroads to permit 
their terminals to be used by steamship lines free of charge. 
I find that this is in fact the common railroad practice, and that 
it particularly affects steamships engaged in ovefseas service. 
Competition imposes the same practice upon the other terminal 
operators, whether they like it or not, so that they must de- 
pend upon charges for “handling” and “wharfage” as their 
principal sources of income. Charges levied against the ships 
are called “dockage.” I am also informed that in the case of 
the terminals owned by governmental bodies, this situation has 
often resulted in a deficit from operation which must be made 
up through taxation. In the case of the railroads, it is a charge 
against their general operations. 

In no other country of the world, so far as I have been 
able to ascertain, are steamships given free use of terminals. 
On the contrary, they are obliged to pay substantial sums for 
their use. Generally speaking, the coastwise and intercoastal 
lines in this country also pay, in one way or another, largely 
by owing or leasing their terminals, so that the benefits of the 
free use go mainly to the overseas lines. I have been unable 
to discover any sound reason why they should be so favored, 
either at the expense of the railroads or at the expense of 
the taxpayers or independent private interests. It happens, also, 
that at the leading port of the country, New York harbor, they 
are not generally so favored, because there the steamship com- 
panies usually operate their own terminals and pay substantial 
rentals for them. The state docks at New Orleans and the 
terminals at Galveston assess substantial dockage charges; 
lesser charges are assessed at the Pacific coast ports; and 
there are instances where some dockage is charged by publicly 
owned or private terminals at Atlantic and Gulf ports. The 
general railroad rule, however, is to grant free use. 


Attitude of Railroads 


Not long after I began my duties as Federa] Coordinator of 
Transportation, my traffic assistants took this matter up with 
the railroads, and it has been receiving consideration by the 
lines serving the Atlantic and Gulf ports. The consideration 
has proceeded with all due deliberation. At times, indeed, | 
have been inclined to regard the deliberation as undue, in view 
of the millions of possible revenue involved, which the railroads 
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sorely need. But, as is often the case, the railroad mind is 
beset on this subject with doubts, fears, complications and tra- 
ditions, and it is because of some of these doubts and fears 
that I welcome the opportunity to discuss the matter frankly 
with you. 

The railroads point out, quite appropriately and properly, 
that they are not the sole, controlling factor in this water 
terminal situation. Many terminals, as I have already indi- 
cated, are owned by governmental bodies or independent private 
interests. The railroads make the point that it would be of 
little avail for them to assess dockage charges against over- 
seas steamships, unless these other interests follow suit, and 
they are anxious for an agreement to that effect before they 
embark upon the new policy. This is not the only objection 
which presents itself to them, or at least to some of them, 
but it is without doubt the most important objection. 

My traffic assistants have proposed that minimum dockage 
charges be levied against the steamship lines, based upon the 
gross registered tonnage of the vessel, as follows: 

2 cents per gross registered ton, where the 
charges more than 500 net tons of freight; 

1% cents per gross registered ton, where the vessel lifts or dis 
charges not more than 500, but more than 3800, net tons of freight; 

1 cent per gross registered ton, where the vessel lifts or discharges 
not more than 300, but more than 150, net tons of freight; 

% cent per gross registered ton, where the vessel lifts or dis- 
charges not more than 150 net tons of freight. 


vessel lifts or dis- 


[ have had prepared for me a comparison of the revenues 
which such dockage charges would produce with the rentals 
paid by steamship companies for the use of terminals at the 
Port of New York. One steamship line pays at that port $45,000 
a year rental, a subnormal figure, for the use of two piers, 
smaller than the average, where the available space is about 
102,000 square feet. Based on an estimate of the number of 
ships and tonnage handled annually, this steamship line would 
pay only $20,336 for the use of the terminal, under the minimum 
dockage charges which my traffic assistants have suggested, or 
nearly $25,000 less than the annual rental. 

In another iustance, where a well-known steamship 
serving the Port of New York has a more desirable terminal 
with an area of over 188,000 square feet, it pays a rental of 
$110,000 per year, On the basis of the highest charge of 2 cents 
per registered gross ton which my traffic assistants have sug 
gested, the estimate is that this steamship line would pay over 
$45,000 less than the annual rental which it now pays. I give 
these comparisons, which are rough and do not pretend to a 
high degree of accuracy, merely to show that there is certainly 
nothing exorbitant or unreasonable about the proposed scale of 
charges. They compare very favorably, also, with the dockage 


line 


charges which are now assessed at the state docks of New 
Orleans and at Galveston, 
Asks Cooperation 
I am placing these facts before you because you have a 


vital interest in this matter, and if you are disposed to co- 
operate, you can be of great influence in overcoming the most 
important objection which the railroads raise to a change in 
their present policy of extraordinary generosity to overseas 
steamships, namely, the objection that other terminal operators 
may not fall in line. Of course, I realize that you men cannot 
definitely determine this question at this meeting, but a least 
I can place it before you and let you know how important a 
question I believe it to be, It is, I understand, a subject that 
you have had under consideration for some years, but the ob- 
stacle which has stood in the way of doing anything about it 
has always been the custom and practice of the railroad-owned 
terminals. Now the opportunity is open to remove that obstacle. 
I believe that the railroads will agree to remove it, but if they 
do not agree, I have power under the Emergency Act to issue 
an order. The question for you to consider is whether, if this 
old obstacle can be removed, you and other independent termi- 
nal operators can and will agree to apply uniformly some such 
scale of dockage charges as my traffic assistants have suggested, 
and abide by that agreement. As I have indicated, millions of 
new revenue are involved, so far as the railroads are con- 
cerned, and by the same token new revenue will flow into your 
coffers. 
Foreign Lines Should Pay 


I presume that there will be no hesitation on the part of 
any of the terminal operators because of sympathy with the 
overseas lines. Those lines pay such charges in other countries, 
they pay them at New Orleans and Galveston, and they pay 
more than the equivalent at the Port of New York. There is no 
reason, so far as they are concerned, why they should not also 
pay for What they use at our other ports. 

The likely ground of objection, I suspect, will be fear 
upon the part of the lesser ports that if dockage charges 
are imposed, traffic will be diverted to larger ports such as 
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New York or New Orleans. It would be possible to suggest, 
in reply to this fear, that the interests which chiefly bene 
fit from the development of a particular port are the land 


owners and the traders at that port, If it is necessary to 
encourage traffic by giving subsidies to overseas vessels, as 
suredly the landowners and traders should pay those subsidies 
and not the users of our railroads or the taxpayers. Howeve, 
I shall not have recourse to that argument, because it is not 
necessary, Neither the presence nor the absence of dockage 
charges has anything to do with the.devlopmnt of a port, The 
fact that ships have to pay large rentals for piers at New 
York and handsome dockage charges at the state docks of 
New Orleans has never kept them away from either port, and 
they do not put in at other ports because the terminals are 
free. Ships go where the traffic is, regardless of such minor 
matters, and the amount of traffic moving to or from a port 
will not be affected a pound by dockage charges, whether o: 
not they are imposed. If, for example, such charges were levied 
at the port of Baltimore, neither the ocean nor the rail rates 
to and from that port would be changed a penny by reasan of 
that fact. I believe that those who have knowledge of ocean 
and rail shipping will agree with that statement of the situation, 

As I see it, there is an excellent opportunity in this matter 
of dockage charges to improve substantially the revenue situa 
tion, not only of the railroads, but of the governmental bodies 
and private interests which control water terminals. For that 
reason I am very hopeful that the subject will be approached 
in a cooperative spirit, and that the jealousies and rivalries 
which are at the root of the present wasteful treatment of this 


matter will be relegated to the background. 
Port Charges 
The situation with respect to “handling” and “wharfage” 


charges at the ports is equally unsatisfactory. Very large sums 
have been expended by governmental bodies, railroads, and 
private interests in constructing terminal facilities, while the 
total amount of traffic has fallen sharply. Naturally the com 
petition has been intensified, and the tendency has been to 
cut and manipulate charges. My traffic assistants have spent 
much time on this situation, and they believe that it can be 
improved very materially, but they do not underestimate the 
complications. These are numerous and troublesome, Concrete 
and definite proposals will be forthcoming, but I am not now 
prepared to announce all of them, I may say, however, that we 
have proposed to the railroads a scale of loading and unloading 
charges, where no joint rail-and-water rates are involved, to 
which the railroads have assented in principle and which would 
net many millions of additional revenue to them and also to 
other terminal operators, But again the assent is conditioned on 
the adoption of the same scale by all operators, and there are 
various details to be worked out. 


this general subject of handling 
charges as one of large importance, particularly 
enue standpoint, on which we shall want your help. My 
assistants have already gone to many of you for information 
and advice, and the response has been friendly and generous, 
but we shall hope for active help when it comes to constructive 
measures. One of your own number has recently stated the 
problem in graphic terms, and I quote with pleasure from what 
he has said: 


and wharfage 
from a rev 


I mention 


We see an enormous industry exceeding a billion dollars in this 
country that today is without the slightest protection from regulation 
Freight is moving in tremendous volumes through these port gate 
ways and over these three types of facilities on a competitive basis 
that precludes the possibility of any one of the three properties col 
lecting a remunerative rate. In one port the railroad is the offender 
and in another port the public dock is the offender and in another port 
the private dock is the offender, and it all depends on the conditions 
at the port, but looking at it from a nation-wide standpoint, there is 
no industry in the country so hopelessly groping in the dark and 80 
hopelessly involved in destructive competition as is the rail-wate 
terminal industry at the present time. 


It is quite possible that an adequate solution of this prob- 
lem will in some measure call for further legislation, and that 
it should be included in the legislation which I have recom: 
mended for the regulation of water carriers by the Interstate 
Commerce Commission. The proper coordination, through pub- 
lic regulation, of rail and water transportation ig vital to the 
best interests of the carriers and the country, and the adequate 
regulation of terminals may well be a necessary part of that 
program. I shall welcome your suggestions and advice on this 
matter, 

Storage Charges 


Another situation of interest to you and which is par 
ticularly characteristic of the ports is that which exists with 
respect to storage and warehouse charges. It is no part of the 
duty of railroads to operate warehouses or furnish storage 
space, except so far as a very limited amout of storage is 4 
necessary incident of transportation. In their fight for traffic, 
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however, now that the crude days of rebating are over, the 
railroads have seized upon storage as a means of attracting 
traffic, and this applies especially to import traffic at the ports. 
rhey have constructed many large warehouses where storage 
is furnished which is in no way a necessary incident of trans- 
portation, and through the facilities thus afforded have en- 
deavored to attract traffic to their lines. Naturally, in the com- 
petition among themselves and with other forms of transpor- 
tation, the tendency has been to drive down the charges for 
such storage service to a point well below the level of cost plus 
profit, with the result that the independent warehousemen who 
must depend upon storage and similar services as their sole 
source of revenue have often suffered severely. 

As you know, the Interstate Commerce Commission in its 
Ex Parte 104 investigation went thoroughly into this situation 
at the Port of New York and issued an elaborate report con- 
lemning the conditions which it found to exist. As a result, 
the railroads have raised their storage charges at the north 
Atlantic ports very materially and the situation has been greatly 
improved. Throughout the remainder of the country and even 
at these north Atlantic ports, however, there ig still much room 
for improvement which would add materially to railroad rev- 
enues and also stabilize the general warehouse situation. 

Some time ago I recommended to the railroads that they 
increase their charges for nontransportation storage to the 
level of the corresponding charges established by independent 
warehousemen under the NRA code. I find, however, that no 
very definite level of charges has yet been established under 
that code, and the railroads have also presented to me numer- 

is respects in which they contend that their storage situation 
can be differentiated from that of the independent warehouse- 
men. My traffic assistants are studying this matter thoroughly 
and carefully, and while it does have its difficulties and com- 
plexities, as do most problems of any consequence, we feel 
confident that the road to a decided improvement of conditions 
can be found. On this matter, also, we shall hope to have the 
benefit of your advice and positive help. 


Other Terminal |Problems 

There are other matters of lesser importance affecting the 
ports and their terminals upon which we are working and 
which I might touch upon, if time afforded, but I shall content 
myself with mentioning only one other matter of major conse- 
juence,. At many of the terminal districts throughout the coun- 
try where important railroad lines meet, committees of railroad 
ficers, under the supervision or subject to the check of members 
of my staff, have made or are making studies of the extent to 
which it would be physically possible to unify or jointly use 
facilities and effect economies in operation with benefit, or at 

t no injury, to service. There are, of course, many bridges 
to cross before such projects could be made effective, and one 
of the most important of these bridges is the attitude of the rail- 
ads themselves. Anyone who believes that the carriers can 
igree easily upon any plan of common or collective action 
does not know the competition and rivalries which exist in the 
railroad world. 

There need be no anticipation, therefore, that these projects 
will be accomplished overnight or fear that the interests of 
labor, the shippers, and the individual railroads will not be 
onsidered. They form only one part of the general survey 
which we are making to determine the possibilities of improve- 
nent which are inherent in the railroad situation. Let me 

ure you that there is nothing academic about this survey. 
lt is being carried on by men on my staff who have had long 
practical railroad experience and with much excellent coopera- 
tion and help from the Commission, the railroads themselves, 
and other interested parties. It is going into almost every 
Phase of railroad operation, and the conclusions which have 
been or will be reached are or will be conclusions buttressed 
by an adequate and thorough presentation of the facts and 
Knowledge of actual railroad conditions. Let me assure you, 
also, that the object of this survey is not the mere saving of 
expense but to point the way to a revitalizing or reinvigoration 
of the railroads which will enable them to meet the present 
heeds of the industries and people of tlie country and build up 
trafic and revenues. Transportation conditions have radically 
changed, and the process of change is still going on. New 
agencies have made great improvements in the art of trans- 
portation, New types of motive power and equipment are be- 
developed rapidly. We hope to be of help in showing how 
railroads can adapt themselves to these changed condi- 
lions, convert the new agencies, in part at least, from enemies 
‘o allies, and utilize the results of modern invention, all for 
the purpose of providing better and more flexible service with 

cost and at rates better adapted to the needs of today 
and tomorrow. I am confident that we shall have some con- 
siderable measure of success in this endeavor, but whatever the 
Sood results may be, they will be the product of cooperation. 


th 


The Traffic World 


PAGE 407 





It is not a job that either I or my staff can do alone, but one 
which we are endeavoring to do with the help of the railroads, 
the shippers and travelers, the Commission, other transporta- 
tion agencies, equipment manufacturers, and men like yourselves 
who have a special interest in some particular phase of the 
problem. It is also a task for which time is necessarily re- 
quired, and the results must inevitably be accomplished step 
by step and gradually. Cooperation involving many different 
interests and many different points of view can proceed in no 
other way to a satisfactory conclusion. 


RAIL PENSION LITIGATION 


The Trafic World Washington Bureau 


Hearing on the suit brought by the railroads against the 
Railroad Retirement Board attacking the validity of the railroad 
pension act has been set for October 4 in the Supreme Court of 
the District of Columbia. 

The Railroad Retirement Board has filed its answer in the 
Supreme Court of the District of Columbia to the complaint of 
the railroads attacking the pension act. (See Traffic World, Aug. 
18, p. 259.) The answer Was submitted by Harold M. Stephens, 
assistant Attorney General; Hammond E. Chaffetz, special as- 
sistant to the Attorney General; and Harry Shulman, special 
counsel to the Railroad Retirement Board. 

Though Mr. Chaffetz, at the hearing August 15 on the peti 
tion of the carriers for a temporary restraining order, said the 
government had grave doubt as to the Supreme Court of the 
District of Columbia having jurisdiction of the case, the answer 
does not bring that question into issue. 

The answer is replete with general denials as to allega- 
tions made in the carrier complaint. 

Defendants deny that in enacting the pension act Congress 
exceeded its powers under the commerce clause of the Con 
stitution, that the provisions of the act have no reasonable 
relation to the promotion of efficiency or safety in interstate com 
merce, that the provisions of the act are unreasonable or ar- 
bitrary, or that the act applies to any employes who are not 
engaged in interstate commerce or in work so closely related 
thereto as to warrant regulation in order to promote efficiency 
or safety of interstate transportation. Defendants aver that 
grounds other than the promotion of efficiency and safety of in 
terstate transportation also exist to support the exercise of the 
power of Congress under the commerce clause of the Constitu 
tion; and they further aver that all persons who are defined as 
employes in the act are engaged in work which is within the reg 
ulatory powers of Congress. 


Defendants deny that the act interferes with management 
unlawfully, or otherwise, or that it unlawfully classifies or dis 
criminates against plaintiffs, or that it prescribes any arbitrary 
or unreasonable requirements, or that it deprives the plaintiffs, 
or any of them, of their property or liberty of contract without 
due process of law, or takes their property without just com 
pensation. They also deny the allegation of the carriers that 
the act is an experimentation at the expense of the plaintiffs. 

Defendants say they have no knowledge as to the exact num- 
ber of plaintiffs’ employes who are 70 years of age or over and 
whom section 4 of the act will require to leave the service of the 
plaintiffs permanently February 1, 1935. They admit that such 
employes will receive a greater amount from the retirement fund 
than they will contribute to it. Continuing the answer says: 


Defendants have no knowledge as to the number of plaintiffs’ 
employes, if any, who within one year before the approval of the rail 
road retirement act, left carrier service and have not returned to it. 
Defendants deny that such persons, if any there are, were not, at the 
time the act was approved, employes of any carrier or connected in 
any way with the business conducted by the carriers. Defendants 
admit that employes in the service of the plaintiffs within one year 
prior to the enactment of the act are entitled to annuities from the 
retirement fund, if and when they satisfy all other requirements pro- 
vided in the act for those seeking annuities thereunder. 

Defendants admit that the plaintiffs have in their employ ap- 
proximately one million persons, and that they had a larger number 
in their employ in the past; but defendants have no knowledge as to 
the number of persons that the plaintiffs will have in their employ in 
the future. Defendants admit that there are frequent changes in per- 
sonnel in the employ of each of the plaintiffs. The defendants admit 
that all employes, as defined in the railroad retirement act, who are 
in carrier service subsequent to the enactment of the act and who 
shall leave such service at any age and with any service period, are 
entitled to annuities if and when they satisfy all the other require- 
ments provided by the act for persons seeking annuities thereunder, 
regardless of how long such employes shall have been entirely out of 
carrier service at the time of the payment of the annuities, But the 
defendants aver that the act does not require or authorize the use, 
in the determination of the amount of such annuities of time spent 
entirely out of carrier service; that, on the contrary, the act requires 
that such annuities shall be based only on the periods of time spent 
in carrier service, subject to the variation in the case of employe rep- 
resentatives provided in section 7 of the act. 

Defendants have no knowledge as to the number of plaintiffs’ 
employes who are from time to time released from service because 
they are found to be detrimental to its efficiency or safety; but the 
defendants admit that such employes are eligible to receive annuities 
under the railroad retirement act, based upon their periods of service, 
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Helps You Sell the World 


®There’s money in export sales. Too complicated? Not when you deal with the Erie. 
For more than a half century Erie export experts have been handling the details for 
shippers—from anywhere via Erie to anywhere in the world. These men can work 
with your organization to make selling in Liverpool or Liberia as simple as sales 
to Chicago or Cincinnati are now. ® Erie export facilities in New York are as unique 


and helpful as Erie export experience. A fleet of fast lighters assures quick delivery 


to any dock or steamer in New York Harbor. Refrigerated lighters prevent spoilage 


of perishable freight in trans-shipment. Specialized equipment prevents the 
slightest damage to delicate machinery. But of most value to ship- 

pers is the thing you can’t see and don’t pay for—Erie 

experience and Erie pride in keeping your ship- 

ment on time, to meet the sailing date at 


high tide. 
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if and when they satisfy all the other requirements provided by the 
act for persons seeking annuities thereunder. 


Defendants admit that the amount which the plaintiffs will 
be required to contribute to the railroad retirement fund in 
the first year will be approximately $60,000,000, and that, after 
four or five years, this amount may increase from time to time 
until a maximum level is reached. Continuing the. answer says: 


Defendants admit that section 3 of the railroad retirement act 
provides for annuities to employes who have a service period of 
more than thirty years and are between fifty-one and sixty-five 
vears of age. Defendants have no knowledge as to the exact num- 
ber of such employes who were in the service of the plaintiffs at 
the time of approval of the act or who will be in their service in the 
future, but the defendants admit that there were at the time of 
approval of the act, are now and will be in the future a number of 
such employes in the plaintiffs’ service. Defendants admit that the 
act authorizes such an employe to retire and receive an annuity 
before he reaches the age of sixty-five, provided that, except in the 
ease of retirement because of disability, such annuity shall be less 
than the annuity to which he would be entitled if he retired at the 
age of sixty-five, by one-fifteenth of the latter annuity for each year 
the employe is less than sixty-five at the time of the first annuity 
payment, Defendants are without knowledge as to whether any 
of plaintiffs’ employes between the ages of fifty-one and sixty-five 
years who are eligible for retirement under the act are competent 
to eontinue in service, Defendants aver that the act does not in 
any way prohibit or prevent such employes from continuing in car- 
rier service until they attain the age of seventy years. Defendants 
further aver that because of the reduction in the amount of the 
annuity payable to employes who have a service period of thirty 
years and who retire below the age of sixty-five, as provided in sec- 
tion 3 of the act, the number of employes who will elect to retire 
before the age of sixty-five will be small, and that the retirement of 
many of those who will so elect will be, by virtue of the reduction, 
profitable to the railroad retirement fund and to the plaintiffs, in that 
the drain on the fund will be smaller than it would be if such em- 
ployes retired at the age of sixty-five. Defendants deny that the 
said provisions of the act authorizing the payment of annuities to 
employes with a service period of thirty years or more who are 
between fifty-one and sixty-five years of age, are arbitrary, or un- 
reasonable, or deprive the plaintiffs, or any of them of their property 
without due process of law, or are not reasonable regulations of in- 
terstate commerce, 

Defendants admit that plaintiffs have a number of executives, 
officials and expert employes who pjossess special knowledge and 
qualifications as the result of many years of study and practical ex- 
perience The defendants deny that the enforced retirement of such 
employes under the conditions stated in section 4 of the act does 
not promote efficiency or safety in interstate transportation, or 
deprives plaintiffs, or any of them, of their property without due 
process of law. Defendants aver that the compulsory retirement pro- 
visions of section 4 are not applicable to plaintiffs’ employes who 
occupy official positions until five years from the effecitve date of 
the act, August 1, 1984; and the defendants further aver that under 
section 4 of the act plaintiffs and their employes may in any event 
agree to extend the time for retirement for successive periods of 
one year until the employes reach the age of seventy. 

Defendants further admit that the act requires the pooling 
of the contributions of the carriers to the railroad retirement 
fund, and the aggregation of service on any carrier subject to 
the act for the purpose of determining the service periods by 
which employes’ annuities are to be measured. Defendants 
deny that the business conducted by any of the plaintiffs is 
separate and distinct from that conducted by the others, or 
any of them. Defendants aver that the act requires each 
plaintiff to contribute to the fund only in proportion to the 
compensation paid to its own employes, and that the pooling 
of the contributions in the fund is reasonable and necessary 
and beneficial to the plaintiffs. 

Defendants admit that persons in the service of the carriers 
before and not after June 27, 1933, are ineligible for annuities 
under the act, and that service after that date creates eligi- 
bility for annuities, based not alone on such subsequent service, 
but also on the prior service. They say they have no knowledge 
as to the exact number of persons with such prior service and 
without such subsequent service, but believe the estimate of 
1,000,000 to be reasonable. 

It is admitted that some carriers cease operations in the 
ordinary course of railroad business and that employes of such 
carriers are eligible to annuities if and when they satisfy all 
the other requirements provided by the act for persons seek- 
ing annuities thereunder. They aver that the number of such 
carriers which totally disappear and are not reorganized is not 
significant and that the number of employes of such carriers 
is unsubstantial. They further aver that the annuities of such 
employes are based only on the periods of time spent in active 
carrier service. 

The defendants admit that there are approximately 1,500 
officers or other official representatives of railway labor unions 
duly designated and authorized to represent employes under 
the railway labor act. They say they have no knowledge as 
to whether the average age of such persons is greater than 
the average age of other carrier employes. They deny that 
such officers or official representatives are not performing any 
service for the carriers. Asserting that such officers or official 
representatives if they elect to participate in the benefits of the 
act, are required to contribute both the carrier and employe 
contributions to the railroad retirement fund, the defendants 
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deny that participation of such present officers and officia] 
representatives in the pension system places any substantia] 
additional burden on the plaintiffs. 

“Defendants aver that the plaintiffs have not exhausted the 
practical possibilities of retrenchment in expenditures and 
economy consistent with safety,” says the answer in referring 
to allegations in the bill of complaint relating to the financia) 
condition of the carriers. ‘“‘And defendants aver that the plain. 
tiffs have manifested their own opinion that they have not 
exhausted the practical possibilities of increased operating 
revenue. The defendants have no knowledge as to the amount 
by which the plaintiffs’ labor cost will be increased by virtue 
of the restoration of previous wage reductions. And the de. 
fendants have no knowledge as to the future trend of prices 
of materials and supplies, or as to whether the plaintiffs’ operat. 
ing costs will be increased thereby or as to the amount of 
such increase, if any. Defendants deny that by imposing the 
obligation upon the plaintiffs to contribute approximately sixty 
million dollars during the first year to the railroad retirement 
fund, the railroad retirement act unreasonably or unnecessarily 
diminished their capacity to furnish adequate, safe and efficient 
transportation or service, or that it does not promote the safety 
or efficiency of interstate commerce. Defendants deny that the 
burdens of the act are disproportionate to its benefits, or that 
the act is an arbitrary or unreasonable regulation of interstate 
commerce, or that it deprives the plaintiffs of their property 
without due process of law.” 


ADVANCED FREIGHT RATES 
The Trafic World Washington Bureau 


The National Lumber Manufacturers’ Association has an 
nounced that it will oppose the application of the railroads 
for increases in rates. A meeting of legal counsel and traffic 
exports of the regional lumber manufacturing associations will 
be held in Washington, September 17, to decide on the precise 
position of the industry and the method of opposition to in 
creased rates. A statement issued by the association says: 


In answer to the position of the railroads that an increase of 1 
per cent in railway freight rates would be in line with the economi 
policy of the national administration in aiming at a restoration of 
the general price level of 1926, the association takes the positior 
that lumber tariffs have not been reduced. While, it was stated, it 
is true that on the basis of total ton-mile revenues effective railway 
tariffs are 9.6 per cent less than they were in 1926, the reduction 
is due almost entirely to changes in tariffs which have been made 
from time to time to meet motor truck or local water competition 
But as the average lumber haul is about 800 miles, these short-hau 
reductions have had little or no effect on lumber. 

On the other hand, the lumbermen feel that an increase in lum 
ber freight rates at this time would be counter to governmental policy 
as set out in section 511 of the housing act, which specifically amended 
the interstate commerce act to give the I. C. C. authority to reduce 
freight rates on building materials “with or without a hearing.’ 

The petition of the railways is for a general increase of 10 per 
cent in freight rates, but limited to 3 cents per 100 pounds for lum 
ber. Such an increase means the addition of about $1 a thuosand 
feet to the cost of lumber to retail yards, which would be equivalent, 
under the rules of the retailers’ code, to an increase in the retail price 
of $1.31 to $1.41, varying with localities, 

The minimum mill prices of lumber used in building operations 
were reduced by the Lumber Code Authority approximately 10 per 
cent in the latter part of June. This was done in response to repr‘ 
sentations of the Federal Housing Administration and NRA that 
such reductions would stimulate housing and tend to increase the 
volume of lumber consumption. Lumber manufaeturers hoped that 
such would be the case, as adequate volume of lumber production has 
long been lacking. If now, it is explained, lumber freight rates are 
increased 10 per cent, there is no promise of benefit to the public, to 
the housing campaign, or to the lumber industry from its voluntary 
reduction of prices of its product. 

Wilson Compton, general manager of the National Lumber Man- 
ufacturers’ Association, says that his industry is in sympathy with 
the plight of the railroads, but that it is not confined to them, that it 
does not warrant encroachment upon other industries themselves also 
operating at a loss, and that it is due to burdens placed upon the 
carriers by public policies and economic developments. These have 
increased their operating costs out of proportion to the revenues it is 
SS to collect in present industrial conditions, commodity prices 
ving still about 25 per cent lower than in 1926. 


The Commission is receiving requests from shippers in vari- 
ous parts of the country for hearings in the field on the applica- 
tion of the carriers for increased rates. No decision as to such 
hearings has been reached. 

Shippers interested in rates on zinc, cast iron pipe, news: 
print, paving brick, livestock and agricultural products, and 
petroleum and its products have informed the Commission that 
they wish time to be heard on the rate increases proposed 
by the carriers. Included in those writing to the Commission 
are the National League of Commission Merchants, American 
Newspaper Publishers’ Association, National Paving Brick 
Manufacturers’ Association, the West Virginia Horticultural 
Society, the Texas and Southwestern Cattle Raisers’ Association 
and other livestock organizations, the Continental Gar Na Var 
Corporation of Brazil, Ind., the Midcontinent Rail Shippers’ 
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{ssociation and the Cosden Oil Corporation, of Fort Worth, 
Tex., and the Ross Cutter of Silo County, of Springfield, O. 

A number of the middle western and western state commis- 
sions have written the Commission, indicating opposition to 
the carrier proposals and asking for hearings in their states. 

In a number of letters in which hearings outside Wash- 
ington are asked it is stated that shippers cannot afford to 
come to Washington. In some of the letters the opinion is ex- 
pressed that the railroads are committing suicide in asking for 
higher rates, the assertion being made that, if rates are in- 
creased, traffic will not continue to move by rail. 


AMERICAN RAILROAD INSTITUTE 

The plan under which the Association of Railway Executives 
and the American Railway Association, including the Bureau 

Railway Economics and the Railway Accounting Officers’ 
Association, will be merged into one organization, it is under- 
stood, provides that the new erganization shall be called “The 
American Railroad Institute.” J, J. Pelley, president of the 
New Haven, it is believed, will be the president of the Insti- 
tute and have his offices in Washington, D. C. There will be 
a small executive committee representing the three main 
regions in the country. There will be a board of directors. 
There will be several departments, each under a vice-president. 
rhe plan, it is further understood, provides for arbitration in 
the event individual carriers are not in accord with a course 
f action determined on by the association. 


INTERSTATE COMMITTEE HEADS 
The indications now are that both interstate commerce 
ommittees of Congress will have new chairmen at the next 
ession of Congress when transportation legislation is to be 
pushed for enactment. Senator Dill, of Washington, chairman 
the Senate interstate commerce committee, did not stand 
for reelection this year and his term expires January 3, 1935. 
Senator Smith of South Carolina is the next ranking Demo- 
ratic member of the Senate committee, but as he is chairman 
the committee on agriculture and forestry he is not ex- 
pected to take the interstate chairmanship. Senator Wheeler, 
Montana, the next Democratic senator in line for the chair- 
manship, is expected to be the chairman of the interstate 
commerce committee. 

In the House, Representative Rayburn, of Texas, chairman 
f the committee on interstate and foreign commerce, is a 
candidate for the speakership. He is said to have Administra- 
tion support. If he is elected speaker or in the event he is 
not, should he be made Democratic leader in the House, he would 
i not retain the chairmanship of the interstate commerce com- 
mittee. Retirement of Rayburn as chairman would put Repre- 
entative Huddleston, of Alabama, in line for the chairmanship 
the committee as he is the next ranking member, assuming 
1 that he is reelected in November and that the Democrats retain 
ntrol of the House. The same assumption, of course, applies 
to the situation in the Senate, that is, that the Democrats, after 

the election, retain control of the Senate. 


REORGANIZATION OF RAILROADS 


Chairman Jones, of the Reconstruction Finance Corporation, 
é has announced that the corporation stands ready to make loans 
connection with reorganization of railroads, pointing to the 
offer to lend $4,750,000 to aid in the reorganization of the 
Minneapolis & St. Louis Railroad, The chairman’s view, as 
h stated by him with respect to the M. & St. L., is that railroads 
in financial difficulties ought to be reorganized on an income 
paying basis. He said the corporation would consider any sound 
roposition to assist in reorganizing railroads. 


RAILROAD EMPLOYMENT 


Class I steam railroads, exclusive of switching and terminal 
mpanies, had 1,031,745 employes the middle of August, ac- 


h ording to reports to the Commission. This was an increase of 

72 per cent as compared with August, 1933, but a decrease 
5. of 1.55 per cent as compared with July, 1934. By classes of 
d employes the employment for August as compared with August 
it last year was as follows: Executives, officials, and staff as- 
d Sistants, 12,022, decrease 0.53 per cent; professional, clerical, 
n and general, 166,511, increase 1.81 per cent; maintenance of way 
n and structures, 231,777, increase 5.81 per cent; Maintenance of 
k equipment and stores, 273,713, decrease .25 per cent; trans- 
il portation (other than train, engine, and yard), 125,337, decrease, 
n 01 per cent: transportation (yardmasters, switchtenders, and 
ir hostlers), 12,519, increase 2.30 per cent, transportation (train 


and engine service), 209,86€, increase 1.10 per cent. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Improvement was noted in some divisions of the full cargo 
market in the last week, though other trades were disappoint- 
ing. The list of grain fixtures was larger, but activity slackened 
toward the end of the week and it was reported that a softer 
tendency prevailed in this trade. 

Two grain fixtures were made from Montreal, Sorel, or 
Quebec, one a 2,132 net ton steamer to Antwerp-Rotterdam on 
the basis of 7c for late September-early October and the other 
3,190 net ton to Birkenhead or Bristol Channel at 1s 9d for the 
last half of September. Another fixture was a 3,605 net ton 
vessel from Montreal to London, Hull or Antwerp-Rotterdam 
at ls 9d for November. 

No transatlantic sugar cargoes were reported closed, al- 
though inquiry for a cargo to Marseilles to Cuba was said to 
be in the market. 

In the coal trade a steamer was reported fixed from Hamp 
ton Roads to Rio de Janeiro on the basis of 9s 3d with 6d extra 
for Santos discharge, for late October loading. Further inquiry 
for the east coast of South America was reported. 

Trading in the West Indies time charter market was slow 
in spite of the conclusion of the new trade treaty, this being 
apparently due to uncertainty as to the new system of market- 
ing sugar in the United States, which Cuba is attempting to 
inaugurate. ‘Another vessel was taken on time charter for a 
trip down in the River Plate trade, delivery St. Lawrence, for 
the last half of September, and a steamer of 2,670 net tons was 
engaged for a round trip from the North Atlantic range at 80c 
for September. Activity in time chartering in the intercoastal 
trade continued. Among the charters were a 7,600 ton vessel 
for a round trip on lump sum basis for September loading and 
another of 8,400 tons, also for a round trip, prompt loading. 
Two other round trips were a 3,419 net ton steamer, delivery 
Pacific coast, prompt loading and a similar charter of a 3,813 
net ton vessel. A 3,628 ton vessel was chartered jointly for 
grain and fruit from Portland, Ore., to North of Hatteras and 
a 3,042 net ton steamer was taken for a cargo of grain from 
Puget Sound to North of Hatteras, September loading. 

Tanker fixtures were limited to a few from the Gulf and 
California. From the Gulf a 3,421 net ton motorship took a 
clean cargo from the North Atlantic to South Africa on the 
basis of 16s for October loading and a 3,840 net ton motor- 
ship was closed for a clean cargo to United Kingdom-Continent 
at 12s for October. Two dirty cargoes were worked from the 
Gulf, one to Dunkirk at 9s 6d for October and the other of 
11,000 tons to United Kingdom-Continent on the basis of 9s for 
October. On the Pacific coast a clean cargo of 7,000 to 9,000 
tons was taken from California to New Zealand on lump sum 
basis of £7,000, four ports of discharge, and a 12,000-ton dirty 
vessel was fixed to Japan at 37c for one port or 38c if two 
ports, for two or three voyages beginning in November or De- 
cember. 

Association of Port Authorities 


The American Association of Port Authorities opened its 
twenty-third annual convention in New York September 10 with 
delegates present from ports throughout North America, Ad- 
dresses of welcome were made by Mayor LaGuardia, of New 
York, Governor A. Harry Moore, of New Jersey, and Frank C. 
Ferguson, chairman of the Port of New York Authority, with 
a response on behalf of the association by J. Russell Wait of 
Houston, Texas, first vice president. Mayor LaGuardia urged 
that action be taken to obtain administration and regulations 
for free trade zones so that legislation authorizing these zones 
may become operative. 

Other speakers were New York Dock Commission John 
McKenzie, who spoke on “The City of New York’s Pier System”: 
Alex Gray, general manager and chief engineer of the St. John 
Harbor Commission; Rear Admiral Yates Stirling, Jr., U. S. N., 
Commandant of the Third Naval District; Major-General E. M. 
Markham, Chief of Engineers, U. S. Army; John J. McElligott, 
Fire Chief and Commissioner, City of New York; Joseph B. 
Eastman, Federal Coordinator of Transportation, on “Railway 
Terminal Coordination” (see address in full elsewhere), and 
Sam McClay, president of the Vancouver Harbour Commission. 
Billings Wilson, of the Port of New York Authority, presi- 
dent of the association, presented the annual _ report. An 
elaborate program of social activities was included in the 
program, With visits to points of interest throughout New York 
City, a harbor inspection trip and a trip to Port Newark and 
the Newark Airport. The convention, after adjournment in 
New York September 13, went to Albany where the delegates 
were guests of the Albany Port District Commission, 

A committee of fifty representatives of the International 
Longshoremen's Association, headed by Joseph P. Ryan, presi- 
dent, met with ship owners at the headquarters of the New 
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York Shipping Association on September 11 to discuss the 
demands of dock workers in New York and other North At- 
lantic ports for a thirty-hour week and an increase in wages. 
No agreement was reached and after a conference of the ship 
owners another meeting with the labor representatives was 
scheduled for September 17. 


ATLANTIC STEAMSHIP OPERATION 

The Southern Pacific Company, in No. 6606, Southern Pa- 
cific Company ownership of Atlantic Steamship Lines, has filed 
a supplemental application under the provisions of section 5 of 
the interstate commerce act, as amended by the Panama Canal 
act, in connection with its ownership of the Atlantic Steamship 
Lines, for modification of previous orders in this proceeding, so 
as to permit the petitioner to operate its Atlantic Steamship 
Lines between the north Atlantic port of Norfolk, Va., on the 
one hand, and the Texas gulf ports of Galveston-Houston, Tex., 
on the other, subject to the same conditions imposed by pre- 
vious orders entered herein in connection with the operations 
so authorized. 

The petitioner says it is now engaged in regular operations 
between the ports of New York and New Orleans; between New 
York and Galveston-Houston;: between Boston and Galveston- 
Houston; between Baltimore and Galveston-Houston; and be- 
tween New Bedford, Mass., and Galveston-Houston. It says its 
steamers operating the Baltimore service pass within a few miles 
of the port of Norfolk, and can, with comparatively small addi- 
tional expense, make Norfolk a port of call in their operations 
to and from Galveston and Houston, Tex., thus enabling a larger 
Cargo on vessels partially loaded and line-haul operation at 
smaller unit cost. 

Petitioner alleges that the only regular steamship line op- 
eration between the port of Norfolk and gulf ports, that of the 
Munson Steamship Lines, permanently ceased such operation in 
August of this year, so that there is now no regular steamship 
service between Norfolk and Texas ports on the Gulf of Mexico. 
It is further stated that petitioner has been requested by ship- 
pers and the State Port Authority of Virginia to establish such 
a service as is proposed. 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act, 1916, as amended, have been approved 
by the Department of Commerce: 


902 


333 Between 
mian Steamship Company: 


Luckenback Steamship Company, Inc., and Isth- 
Provides for the transportation of canned 


goods and dried fruit on through bills of lading from Pacific coast 
ports to ports in Arabia, Egypt, Anglo Egyptian Sudan, and Wast 
Africa, with transhipment at New York. 

3335—Between Swayne & Hoyt, Ltd., Matson Navigation Com- 





pany, The Oceanic Steamship Company, Los Angeles Steamship Com- 
pany, and Inland Waterways Corporation: Provides for the trans- 
portation of canned pineapple and canned pineapple juice on through 
bills of lading from the Hawaiian Islands to certain inland points 
in the United States, with transhipment at San Francisco and/or 
Los Angeles harbor and at New Orleans or Mobile, This agreement 
provides that it is to supersede and cancel Agreement No, 3124. 


33837—Agreement between Luckenback Steamship Company, Inc., 
and Los Angeles-Long Beach Despatch Line covering the transpor- 
tation of cargo under through bills of lading between U. S. Atlantic 


ports and U, S. Pacific ports, with transhipment at Los Angeles har- 
bor. 

3338—Agreement between Standard Fruit and Steamship Company 
and Mississippi Shipping Company, Inc., covering the transportation 
of pig lead on through bills of lading from Tampico, Mexico, to Rio 
de Janeiro, Santos, Montevideo, and Buenos Aires, with transhipment 
at New Orleans, 

8348—Agreement between Nelson Steamship Company and Weyer- 
haeuser Steamship Company covering the transportation of general 
cargo on through bills of lading from U. S. Pacific coast to U. 8S. 
Atlantic coast, with transhipment at San Francisco, 

3349—Agreement between Panama Mail Steamship Company 
(Grace Line) and Bay Cities Transportation Company covering the 
transportation of cargo under through bills of lading between New 


York and Alameda, Oakland, and Richmond, Calif., with tranship- 
ment at San Francisco. 

2353—Agreement between Luckenbach Steamship Company, Inc., 
Luckenbach Gulf Steamship Company, Inc., and Larkin Transpor- 


tation Company covering the transportation of cargo under through 
bills of lading between U. S. Atlantic and Gulf ports and Oakland, 
Alameda, and Richmond, Calif., with transhipment at San Francisco. 
3355—Agreement between Swayne & Hoyt, Ltd. (Gulf Pacific Line) 
and Standard Fruit and Steamship Company covering the transpor- 
tation of coffee on through bills of lading from Vera Cruz, Mexico, 
to Pacific coast ports of call of the Gulf Pacific Line, with tranship- 
ment at New Orleans, 

3358—Between the 
the Far © 


Nelson Steamship Members of 
East Conference: Provides for maintenance of direct line 
conference rates on through shipments from United States Atlantic 
and Gulf ports to ports in the Far East, with transhipment at Pacific 
coast ports. 
8359—Agreement between Sudden & Christenson (Arrow Line) 
and Transatlantic Steamship Company, Ltd., covering the transpor- 
tation of cargo on through bills of lading from U. S. Atlantic ports 


Company and 


to New Zealand and Australia, with transhipment at San Francisco 
or Los Angeles harbor. 

32860—Agreement between Sudden & Christenson (Arrow Line) 
and Dollar Steamship Lines, Inc., Ltd., covering the transportation 
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of cargo under through bills of lading from China, Japan, and the 
Philippine Islands to U. 8S. Atlantic ports, with transhipment at San 
Francisco or Los Angeles harbor. This agreement supersedes and 
cancels Agreement No, 3134. 

3361—Agreement between Luckenbach Steamship Company, Inc., 
Luckenbach Gulf Steamship Company, Inc., and Wrikson Navigation 
Company covering the transportation of cargo under through bills 
of lading between U. S. Atlantic and Gulf ports and Oakland, Alas 
meda, and Richmond, Calif., with transhipment at San Francisco 

3362—Between N, V. Stoomvaart Maatschappij ‘‘Nederland,”’ N. \ 
Rotterdamsche Lloyd, N. V. Nederlandsche Amerikaansche Stoon 
vaart Maatschappij (Holland-America Line) and Seatrain Lines, In 


Provides for the through transportation of cargo from Dutch East 
Indies ports to New Orleans, with transhipment at New York. This 
agreement supersedes and cancels Agreement No, 2251. 
3364—Agreement between Sudden & Christenson (Arrow Line) 
and Union Steam Ship Co. of New Zealand, Ltd., covering the trans 
portation of cargo on through bills of lading from U. S. Atlantk 


ports to New Zealand and Australia, with transhipment at San 
Francisco or Los Angeles harbor. 

3365—Agreement between Sudden & Christenson (Arrow Line) 
and Kawasaki Kisen Kaisha covering the transportation of cargo 
under through bills of lading from U. 8S, Atlantic ports to Japan, with 
transhipment at San Francisco or Los Angeles harbor, This agre 
ment supersedes and cancels Agreement No, 3160. 

3369-—-Agreement between Panama Mail Steamship Company 
(Grace Line) and Pacific Steamship Lines, Ltd,, covering the trans 
portation of cargo under through bills of lading between U. 8S. Atlantic 
ports and U. S. Pacific ports, with transhipment at San Francisco 

3372—Agreement between Panama Mail Steamship Company 
(Grace Line) and McCormick Steamship Company covering the trans 
portation of cargo under through bills of lading between U. S. At 


lantic ports and U. S. Pacific ports, with transhipment at San 
Francisco, 
3376—Agreement between California Steamship Company and 


transportation of cargo 
Diego and U. 8. Atlantic 


Shepard Steamship Company covering the 
under through bills of lading between San 


ports, with transhipment at Los Angeles harbor. 
3377—Agreement between Los Angeles Steamship Company and 
Shepard Steamship Company covering the transportation of cargo 
under through bills of lading between San Diego and U. 8S. Atlant 
ports, with transhipment at Los Angeles harbor or San Francisco 
3384—Agreement between Sudden & Christenson (Arrow Line) 


and Nippon Yusen Kaisha covering the transportation of cargo under 
through bills of lading from U. S. Atlantic ports to China and Japan, 
with transhipment at San Francisco or Los Angeles harbor. This 
agreement supersedes and cancels Agreement No, 3184, 

3385—Agreement between Nippon Yusen Kaisha and Sudden & 
Christenson (Arrow Line) covering the transportation of cargo o1 
through bills of lading from China and Japan to U,. 8S. Atlantic ports 
with transhipment at San Francisco. or Los Angeles harbor, This 
agreement supersedes and cancels Agreement No, 3185. 

33886—Between States Steamship Company and Shaver Forward- 
ing Company: Provides for the transportation of cargo on through 
bills of lading between U. S. Atlantic coast ports and Vancouver: 
Washington, with transhipment at Portland, 

8389—Agreement between Calmar Steamship Corporation and 
Erikson Navigation Company covering the transportation of cargo 
under through bills of lading between U. S. Atlantic ports and Oak 
land, Alameda, and Richmond, Calif., with transhipment at San 
Francisco, 


SHIPPING BUREAU REPARATION 


The Department of Commerce in an order signed by South 
Trimble, Jr., Acting Secretary of Commerce, has authorized 
and directed the Gulf Pacific Line to refund $517.57 to Shell- 
builder, Inc., as reparation on account of an unlawful rate 
collected on a shipment of crushed oyster shells from Houston, 
Tex., to Portland, Ore. The department found that the appl- 
cable rate Was the contract rate of 25 cents a 100 pounds, plus 
a 3 per cent surcharge while charges were collected at 35 cents 
plus the surcharge. A similar order was issued directing the 
same carrier to pay reparation of $94.96 to Sche-Rose Sales 
and Service, Inc., on account of an unlawful rate charged on 
a shipment of yeast food from Houston, Tex., to California 
ports. The department found that a rate of 75 cents a 100 
pounds, plus 3 per cent surcharge and split delivery charge on 
cargo discharged at San Francisco, was inapplicable and that 
the applicable rate was the contract rate of 40 cents plus 3 
per cent surcharge and a split delivery charge of 10 cents 4 
100 pounds on the entire billed weight. 


INTERCOASTAL TRAFFIC 


In the month of July, according to the Panama Canal Rec- 
ord, the United States intercoastal traffic in tons of cargo via 
the Panama Canal was as follows: Atlantic to Pacific, 152,086 
tons; Pacific to Atlantic, 327,579 tons. Sixty-seven ships carried 
the cargo from the Atlantic to the Pacific and 43 ships carried 
the cargo in the reverse direction. 


SHIP LOAN HEARING 


James Craig Peacock, director of the Shipping Board 
Bureau, Department of Commerce, has announced that a pub- 
lic hearing will be held at the bureau offices in Washington 
on October 2, at 10 a. m., in connection with the preliminary 
application of Angelo Conti, of New York, acting on behalf of 
the Atlantic-Pacific Transport Corporation, for a loan from the 
construction loan fund, to be used in building five refrigerator 
ships at an estimated cost of approximately $12,000,000. 

The Atlantic-Pacific Transport Corporation proposes 0 
operate the ships between New York and San Francisco via 
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Guayaquil, Ecuador, and on eastbound voyages from San Fran- 
cisco, Los Angeles, and San Pedro direct to New York. 
The hearing is being held in accordance with the bureau’s 
ial procedure in such cases and for the purpose of enabling 
it to ascertain the views of other interested carriers, and of 
shippers and the general public, with respect to the pending 
application and the establishment of the proposed service, 


PANAMA CANAL TRAFFIC 


In the month of August 401 ocean vessels transited the 
Panama Canal, on which tolls of $1,906,821.39 were paid, as com- 
pared with 416. transits and tolls of $1,829,754.49 in August last 
ear, according to the War Department. For the six months 
ended with August the number of commercial transits was 
9734 and the tolls, $11,992,285.51, as compared with transits 
of 2,322 and tolls of $10,082,432.90, for the corresponding period 
of 1933. 


BARGE-RAIL RATES 

Railroad defendants in cases decided by the Commission 
requiring the establishment of through routes and joint rates 
between rail and inland water carriers Sept. 14, petitioned the 
Commission for reopening, to the end that the Commission may 
reconsider the whole question of these routes and rates. The 
rail carriers say they will be able to show that a large number of 
the routes and rates required by the orders of the Commission in 
nnection with the water service of the government barge line 

result in wasteful and uneconomical transportation. 


RAILROAD SALARIES 


The Commission has made public a statement on salaries 
f railway officials in 1933 of ten thousand dollars or more, The 
total number of officials and their assistants declined from 16,694 

1929 to 12,222 in 1933, or 26.28 per cent, and their aggregate 
compensation declined 34.6 per cent. The maximum salary 
reported was sixty thousand dollars for a railroad or rail- 
road system president. In the case of the president of the 
Delaware and Hudson Railroad Corporation a salary of fifty 
thousand dollars was reported with the notation that the presi- 
lent of the D. and H. was also chairman of the board of the 
Kansas City Southern with a separate salary of forty-five thou- 
and dollars. 

Railway positions reported as paying sixty thousand dollars 

year follow: President, Baltimore and Ohio; president of 
Chesapeake and Ohio, including salaries from Pere Marquette 
and Nickel Plate; president of Burlington, including salary from 
Colorado and Southern; president Delaware, Lackawanna, and 
Western; president Great Northern; president Illinois Central; 
president Lehigh Valley; president and chairman, M. K. T. 
ines; president New York Central; president Norfolk and 
Western; president Pennsylvania; president Reading, jointly 
paid by Reading and Central of New Jersey; chairman Southern 
Pacific; chairman executive committee and president Union 
Pacific, each sixty thousand dollars, 

The salary of the president of the Louisville and Nashville 
vas reported ag forty thousand five hundred dollars, with the 
notation that he also received other compensation from the N. C. 
ind St. L., A. and W. P., Western of Alabama, C. I. and L., and 
Clinchfield, 


AIR TRANSPORT SYSTEM 


\ir lines must increase their revenues and lower their costs, 
rding to views expressed by Eugene L. Vidal, director of 
commerce of the Department of Commerce, in a radio ad- 

He said he believed it was the government's duty to 

t the industry in bringing about increase in revenues and 

duction in costs. 

Passenger and express revenue can be increased by more 
lrequent and convenient services, by faster and better equip- 
lent, more dependable all-weather performance, and by the 

ailability of landing facilities near the point of actual desti- 
tion,” said he. “Operating costs can be reduced by faster 

more easily maintained airplanes and by more frequent 
ervices, Which automatically reduce the cost of each trip by 
lividing the fixed and overhead charges. 

To those who are concerned in the future of the air 

port system, it might be said that their business success 
®pends mainly on the development of faster and better built 
irplanes, The airplane is, I believe, the only form of trans- 
bortation which can reduce its operating cost per mile almost 
i direet proportion to its increase in speed, other things being 
‘qual. Thus, each time an airline re-equips with faster planes, 

‘lying costs per mile should be reduced. However, the 
“evelopment of new planes and motors is very expensive, and 
t hoped that governmental assistance in this field may be 


The Traffic World 





PAGE 413 





obtained by using the funds saved from subsidies for the de- 
velopment of experimental planes.” 

Director Vidal said one of the most irritating handicaps in 
the promotion of air travel in this country was the distances 
and disagreeable rides between the airports and the city cen- 
ters, and expressed the hope that this objection to air service 
would be remedied. 


AIR TRANSPORT CODE 

Under modifications proposed in the code of fair competi- 
tion for the air transport industry, on which a public hear- 
ing will be held by the National Recovery Administration 
September 25, at the Raleigh Hotel in Washington, D. C., 
air lines will be greatly restricted in the issuance of passes. 

It is proposed to amend the code by adding thereto the 
following as section 7 of article ViI—trade practices: 


No carrier, subject to the provisions of this Code, shall after 
October 15, 1934, directly or indirectly issue or give any free or re 
duced fare transportation for passengers, except to persons traveling 
on the carrier's business and to its employes, its officers and directors, 
surgeons, physicians, and attorneys, and the immediate families or 
employes (the immediate family of an employe to include wife or 
husband, children, parents, sisters and brothers); when on official busi 
ness, to Post Office inspectors and officials, Bureau of Air Commerce 
inspectors and officials, Customs House inspectors, Immigration in- 
spectors, and Air Transport Code Authority officials and employes; 
witnesses in connection with any legal matters in which the carrier 
is interested, persons injured in accidents and physicians and nurses 
attending such persons; provided, however, that this provision shall 
not be construed to prohibit the interchange of passes for the officers, 
directors and employes of carriers by air and the immediate families 
of employes as described above; nor to prohibit any carrier from car- 
rying passengers free with the object of providing relief in cases of 
general epidemic, pestilence, or other calamitous visitation; nor to pro- 
hibit the issuance of free transportation for educational purposes on 
regular scheduled flights not to exceed 100 miles or to the next sched- 
uled stop beyond 100 miles; it shall be permissible, however, to grant 
free passes for scheduled flights in excess of a round trip from point 
of origin to next regular scheduled stop on any route, for educational 
purposes, after five days from the mailing ite of notice in writing 
by the line in question to the Air Transport Code Authority prior to 
issuance of such passes Non-scheduled flights for educational pur 
poses may be granted within the discretion of the operator. Excep 
tion: Any contract calling for free transportation, made in writing 
prior to October 15, 1934, by any air line, shall not be considered a 
violation of this amendment 


Another amendment proposed provides that in the im 
terests of the industry as a whole, member lines in competitive 
selling “will refrain from deprecatory remarks or inferences 
relative to a competitor's personnel, equipment, or operations 
methods, recognizing that all lines must, of necessity, operate 
under the standards and directions of the Bureau of Air Com- 
merce.” 

It is further proposed to amend the code with respect to 
provisions relating to baggage as follows: 


a. Definition of Baggage: All articles carried as private luggage 
of passengers (whether carried in the baggage compartment or by 
the passenger in the cabin), shall be considered as baggage and 
weighed and charged as such. This definition specifically includes 
typewriters but does not include portfolids, brief cases or packages; 
provided the aggregate weight of such articles does not exceed five 
pounds. 

b. Free Baggage Allowance: Thirty pounds of baggage for each 
passenger shall be carried free of charge. 

c. Charge for Excess Baggage Baggage in excess of thirty 
pounds for each passenger shall be charged for at the rate of % of 
1% of the fare per pound with a minimum of five cents per pound 
No individual charge is to be less than twenty-five cents. No more 
than fifty pounds of baggage per passenger will be carried, except by 
special arrangement. 


It is further proposed to add the following as section 5 of 
article ViIl—trade practices: 

To serve the best interests of the industry, member lines will, 
upon request, give accurate information on air transportation facili 
ties, so that passengers or air express may go by the most advan- 


tageous routing to the passenger or shipper 


LIGHTING OF AIRPORTS 


In order to encourage more airports to operate their 
boundary lighting systems throughout the night, and thereby 
provide needed safeguards for airmen, Eugene L. Vidal, Direc- 
tor of Air Commerce, has announced that the Department of 
Commerce has amended its airport rating regulations so that 
smaller and less expensively-operated lamps may be used in 
the boundary lighting systems of fields having or seeking Com- 
merce Department ratings. 

In explanation of the new ruling, Rex Martin, assistant 
director of air commerce for air navigation, pointed out that 
since 1930, many airports have extinguished their boundary 
lights completely, except when requested to turn them on for 
limited periods to accommodate landings, or have operated them 
only for certain periods each night, corresponding to the times 
when aircraft were expected to arrive. 

“This is considered undesirable,” he said, “for the reason 
that when an emergency exists and a pilot is compelled to 
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land without delay, it may be impossible for him to have the 
benefit of the boundary lights. The use of smaller lamps, which 
will reduce operating expenses, should help encourage a more 
extensive operation of the field lighting systems at various 
airports. 

“On the Federal Airways System low powered lamps of 
15 and 25 watts are used in intermediate landing field boundary 
lighting systems, and no complaint has ever been received that 
they are inadequate. 

“Under the amendment to the airport rating regulations, for 
multiple circuits, lamps of not less than 15 watts shall be used 
for clear and yellow lights, and lamps of not less than 25 watts 
are to be used in green and red lights. On clear and yellow 
lights, in series circuits, lamps of at least 250 lumens are re- 
quired, and on green and red lights, the lamps shall be at least 
400 lumens. 

“Prior to this ruling lamps of not less than 25 and 50 watts, 
and 600 and 1,000 lumens were required,” 


AIR MAIL LITIGATION 

Transcontinental and Western Air, Inc., one of the air mail 
carriers Whose contracts were annulled by Postmaster General 
Farley, has asked the Supreme Court of the United States to 
review the decisions of lower federal courts dismissing the air 
line suit attacking the annullment order. The company says that 
issues of transcendent importance emerge from this controversy. 
As the functions of government multiply and its relations with 
citizens grow increasingly intimate, says the company, the Su- 
preme Court is imperatively called upon to mark out the limits 
of official authority and curb its abuse. It is asserted that the 
citizen has a right to know where he stands in his dealings with 
the government—whether he is helpless as solemn agreements 
are brushed aside by an impatient official, or whether a court of 
equity will stay the spoliative hand. 


AIR-MAIL BID RULING 


In a report in air mail docket No. 2, Inter-Island Airways 


air-mail bid, in the matter of the submission by the Postmaster 
General of the one bid received for transportation of air- 
mail over route No. 33 in the Hawaiian Islands, the Com- 
mission, by division 3, has expressed the opinion that it per- 
ceives no objection to the acceptance of the bid by the Post- 
master General. 

The Commission stated that under date of September 5, 
1934, the Postmaster General submitted for its consideration 
the bid of Inter-Island Airways, Ltd., for carrying the mail by 
air between points in Hawaiian Islands, this bid having been 
the only one received in response to advertisement published 
by the Postmaster General. It pointed out that section 3(e) of 
the air-mail act of 1934, provided that under such circumstances 
the Postmaster General might submit the bid to the Commis- 
sion for its direction in the premises before awarding the con- 
tract, and added: 


Section 6 of the act confers powers and imposes duties upon us 
in other respects, including the power and duty to fix by order, after 
notice and hearing, the fair and reasonable rates of compensation 
for the transportation of air mail over each air-mail route and to re- 
view, at least once every year, the rates of compensation being paid. 
The administrative methods and procedure for the adjustment of 
railway mail pay under section 5 of the act of July 28, 1916 (39 Stat. 
412, U. S. C., title 39, secs. 523 to 568, inclusive), are specifically made 
applicable for the ascertainment of air-mail compensation in so far 
as consistent with the air mail act. 

Neither of these acts, however, prescribes the nature or form of, 
or the procedure to be followed in giving, our direction under section 
3 (e). Broadly stated, section 3 relates to the designation of air- 
mail routes by the Postmaster General and the award by him, upon 
competitive bidding of contracts over such routes for an initial period 
of one year. It is only when the bidding appears not to be competitive 
that any duty under the section rests upon us, and it is not incon- 
ceivable that performance of that duty may be invoked even though 
we have theretofore performed our duty under section 6 (a) in re- 
spect of the same route. There does not seem to be such a relation 
between section 3 (e) and the provisions of section 6 as either to re- 
quire us to defer our direction until we have by order, after notice 
and hearing, fixed the fair and reasonable rates, or to make applicable 
for determination of the direction the procedure which must be ob- 
served under section 6. Section 3, together with sections 4 and 5, 
obviously contemplate the prompt letting of contracts following ad- 
vertisements for bids for air-mail service, and where reason exists 
for prompt action on our part and we have before us sufficient facts 
upon which we can reasonably give direction as to acceptance or re- 
jection of a bid, such direction might well be given without the delay 
of a formal hearing. As previously indicated, section 3 (e) does not 
make formal hearing prerequisite to action by us. 


The Commission said that reason existed for prompt action 
by it appeared from the statement of the Postmaster General 
as to the necessity for the service and that the Post Office 
Department would have promptly accepted the bid in question 
had it not been for the provisions of section 3(e) and desired 
to inaugurate the service immediately, believing that the public 
interest would be prompted by the acceptance of the bid. Under 
the bid it is proposed to carry the air-mail at the rate of 19% 


The Traffic World 





Vol. LIV, No. 11 


cents an airplane mile for a load of 300 pounds of air-mail, or 
fraction thereof, plus one-tenth of such base rate for each 
additional 100 pounds of mail, or fraction thereof, computed at 
the end of each calendar month on the basis of the average 
mail load carried per mile over the route during such month, 
except in no case shall payment exceed 40 cents an airplane 
mile. The Commission's findings follow: 


We believe that we are warranted upon this presentation in say 
ing that we perceive no objection to the acceptance of the bid by tie 
Postmaster General and that there appears to be no reason to beliey, 
that we would reach any different conclusion as a result of a hearing 
upon the question of acceptance or rejection. It must, of course, be 
understood that we are here acting solely upon that question and 
solely upon the bid submitted, and that we are so acting by reason 
of our construction of the act that further proceedings under section 
6 will not be affected by this action. While perhaps unnecessary, th; 
Postmaster General may desire to include an appropriate reservation 
to that effect in the contract. Upon receipt of advice of the signing 
of the contract, We will promptly take up the matter of further pro 
ceedings under section 6. 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September & to 
taled 562,730 cars, a decrease of 83,050 under the preceding week 
account of the Labor Day holiday, and a reduction of 15,203 
under the corresponding 1933 week, but 61,193 over the 1932 
week. Miscellaneous loading totaled 205,535 cars; merchan 
dise, 141,373; grain and products, 31,913; forest products, 19,424: 
ore, 23,355; coal, 100,269; coke, 5,127; live stock, 35,834. 

Loading of revenue freight the week ended September | 
totaled 645,780 cars, Which was an increase of 40,264 cars above 
the preceding week, but 27,998 cars under the corresponding 
week in 1933, according to the American Railway Association 
It was, however, an increase of 84,455 cars above the correspond. 
ing week in 1932. 

Miscellaneous freight loading the week ended September | 
totaled 233,538 cars, an inerease of 12,177 cars above the preced 
ing week, 521 cars above the corresponding week in 1933, and 
36,924 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
162,839 cars, an increase of 2,154 cars above the preceding week 
this year, but 9,384 cars below the correspondinf week in 1933, 
and 11,506 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 38,503 
cars, an increase of 1,820 cars above the preceding week, and 
5,988 cars above the corresponding week in 1933, but a decrease 
of 1,983 cars below the same week in 1932. In the western dis 
tricts alone, grain and grain products loading for the week ended 
September 1 totaled 25,783 cars, an increase of 4,019 cars above 
the same week in 1933. 

Forest products loading totaled 21,725 cars, an increase of 
220 cars above the preceding week, but 4,179 cars below the same 
week in 1933. It was, however, an increase of 5,301 cars above 
the same week in 1932. 

Ore loading amounted to 26,939 cars, a decrease of 806 cars 
below the preceding week, and 14,938 cars below the correspond- 
ing week in 1933, but 20,950 cars above the corresponding week 
in 1932. 

Coal loading amounted to 120,106 cars, an increase of 19,124 
cars above the preceding week, but a decrease of 22,094 cars be- 
low the corresponding week in 1933. It was, however, an in- 
crease of 14,677 cars above the same week in 1932. 

Coke loading amounted to 5,280 cars, an increase of 1,046 
cars above the preceding week, but 2,152 cars below the same 
week in 1933. Compared with the same week in 1932, it was an 
increase of 1,840 cars. 

Live stock loading amounted to 36,850 cars, an increase of 
4,529 cars above the preceding week, 18,240 cars above the same 
week in 1933, and 18,252 cars above the same week in 1932. In 
the western districts alone, loading of live stock for the week 
ended September 1 totaled 31,796 cars, an increase of 17,459 cars 
above the same week in 1933. 

The Eastern, Allegheny, Pocahontas and Northwestern dis- 
tricts reported reductions for the week ended September |, 
compared with the corresponding week in 1933, but the Southern, 
Central Western and Southwestern districts reported increases. 
All districts, however, reported increases compared with the 
corresponding Week in 1932. 

Revenue freight loading by districts for the week ended SeP- 
tember 1 as compared with the corresponding period in 1933 Was 
reported as follows: 


Eastern district: Grain and grain products, 6,298 and 5,824; live 
stock, 1,913 and 1,815; coal, 27,726 and 32,178; coke, 1,621 and 2,14 
forest products, 1,403 and 1,698; ore, 2,959 and 3,419: merchandise, L 
C. L., 43,395 and 47,831; miscellaneous, 50,906 and 55,585; total, 1934, 
136,221; 1933, 150,034; 1932, 126,562, A ; 

Allegheny district: Grain and grain products, 3,164 and 2,551; live 
stock, 1,671 and 1,376; coal,, 27,542 and 37,541; coke, 1,805 and 3,042; 
forest products, 1,016 and 1,300; ore, 4,194 and 8,716; merchandise, L. 
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Cc tL. 29,433 and 34,458; miscellaneous, 44,820 and 50,144; total, 1934, 
113,645; 1933, 139,128; 1932, 102,219. 

Pocahontas district: Grain and grain products, 337 and 219; live 
stock, 242 and 246; coal, 31,653 and 36,958; coke, 467 and 255; forest 
products, 458 and 786; ore, 97 and 260; merchandise, L. C. L., 5,414 
and 5,331; miscellaneous, 5,469 and 5,645; total, 1934, 44,137; 1933, 
49.700; 1932, 38,051. st 

’ Southern district: Grain and grain products, 2,921 and 2,657; live 
stock, 1,228 and 800; coal, 16,186 and 17,550; coke, 257 and 363; forest 
products, 5,939 and 7,282; ore, 416 and 777; merchandise, L. C. L., 
2953 and 28,995; miscellaneous, 33,079 and 30,238; total, 1934, 88,979; 
1933, 88,662; 1932, 83,268. ; 
Northwestern district: Grain and grain products, 12,320 and 10,804; 
live stock, 11,091 and 5,555; coal, 4,831 and 6,946; coke, 839 and 1,302; 
forest products, 5,751 and 6,904; ore, 17,881 and 27,630; merchandise, 
L. c. L., 19,598 and 19,768; miscellaneous, 28,367 and 24,007; total, 
1934, 100,675; 1933, 101,916; 1932, 72,870 va 

Central western district: Grain and grain products, 9,900 and 8,077; 

stock, 14,441 and 7,064; coal, 8,427 and 8,463; coke, 170 and 219; 
rest products, 4,255 and 4,765; ore, 1,235 and 827; merchandise, L. C. 

93.411 and 23,334: miscellaneous, 42,789 and 41,629; total, 1934, 
1628: 1933, 94,378; 1932, 90,978. in ‘ 

Southwestern district: Grain and grain products, 3,563 and 2,883; 

live stock, 6,264 and 1,718; coal, 3,741 and 3,564; coke, 121 and 103; 
forest products, 2,903 and 3,169; ore, 157 and 248; merchandise, L. C. 
L., 12,638 and 12,506; miscellaneous, 28,108 and 25,769; total, 1934, 57,- 
15: 1933, 49,960; 1932, 47,377. ; : 
. Total, all roads: Grain and grain products, 38,503 and 32,515; live 
stock, 86,850 and 18,610; coal, 120,106 and 142,200; coke, 5,280 and 
7.432: forest products, 21,725 and 25,904; ore, 26,939 and 41,877; mer- 
chandise, L. C. L., 162,839 and 172,223; miscellaneous, 233,538 and 233,- 
017: total, 1934, 645,780; 1983, 673,778; 1932, 561,325. 






Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932. 
Four weeks in January ........ 2,177,562 1,924,208 2,266,771 
Four weeks in February . 2'308,869 1,970,566 2,243,221 
Five weeks in March 3.059,217 2,354,521 2,825,798 
‘our weeks in April .. : seoe 2,004,002 2,025,564 2,229,173 
Four weeks in May .............-.. 2,441,653 2,143,194 2,088,088 
Hive weeks in June im 3,078,199 2,926,247 2,454,769 
Four weeks in July .........-. 2,346,297 2,498,390 1,932,704 

ir weeks in August ... 2,419,908 2,531,141 2,064,798 
Week of September . « ‘ 645,780 673,778 661,325 

Total ix: Rae , ° . 20,812,316 19,047,609 18,666,647 


FREIGHT DIVERTED FROM RAILS 


Comparison of figures showing annual industrial produc- 
tion and railroad freight tonnage since 1925 indicates that a 
billion dollars in annual revenue has been diverted from the 
railroads as a result of traffic being taken from them by their 
inregulated competitors, according to Z. G. Hopkins, who spoke 
before the annual convention of the Railroad Employes’ Na- 
tional Pension Association in Chicago September 10. He spoke 
as a representative of the Western Railways’ Committee on 
Public Relations and said that the figures also indicated that 
the traffic diversion to unregulated carriers amounted to about 
15 per cent of the industrial tonnage formerly transported by 
the railroads. 

On this basis he asserted that “it is dangerous to assume 
that the railroads will get well, as other business will get well, 
when the acute disorders which new afflict all have run their 
course.” The railroads are suffering from a malady other than 
the temporary one afflicting all business, he held, and hope for 
their recovery depended on some effort being made to correct 
it. Regulatory policies should, in fairness, be revised to con- 
form to these changed conditions, he said. 

“Throughout the years for which comparable statistics are 
available, prior to 1925, the relationship between the country’s 
industrial production and railroad ton miles was constant and 
iniform,” he pointed out. “Railroad freight volume rose and 
fell, and rose again, in strikingly regular proportion to varia- 
tions in volume of industrial production. It has continued to 
zo up and down, since 1925, with fluctuations in industrial pro- 
duction, but there has been significant change in the relation- 
ship between the two indices of commercial activity, as com- 
peting agencies of transport have grown. 

‘In the face of these changes, it is dangerous to assume 
that the railroads will get well, as other business will get well, 
When the acute disorders which now afflict all have run their 
course, Treatments through which normal trade circulation 
may be restored in business generally will not alone restore 
railroad vitality. os 

“Industrial production in 1933, as reflected by the Federal 
Reserve Board index, while still more than 36 per cent lower 
than in 1929, wag almost 19 per cent higher than in 1932 when 
it reached its low point. Railroad ton-miles in 1933 though, 
on a corresponding basis of comparison, were little more than 
3 per cent above the low point of 1932, and 44 per cent below 
the 1929 level. These comparisons are conclusive as to the fact 
that railroad freight traffic volume has not risen with increased 
Industrial production in the ratio that was formerly expe- 
renced. Explanation of this fact is manifestly to be found 
in the changed conditions under which an increasing propor- 
on of the country’s moving tonnage is diverted to other 
agencies of transport, free from the regulations which public 
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authority has imposed upon the railroads—conditions which 
have not removed, however, much they may have reduced, com- 
mercial dependence upon rail transportation. ; 

“In 1930, for the first time in forty years of history, the 
railroad tonnage transported was less than it had been in the 
closing year of the préceding decade. Trends set in 1926, which 
have continued steadily, with the result that in each of the 
last three years the number of tons transported has been‘ below 
the levels of 1910, although the population of the country has 
increased more than 30 per cent. ‘ 

“There is no room for disagreement with the premise that 
regulatory policies applying to railroads should in fairness be 
revised to meet these new conditions, either through modifica- 
tion of present regulations or extension of comparable regula- 
tions over the transport agencies with which the railroads com- 
pete. While we consider and debate the manner of revision, the 
railroads suffer continuing loss and damage through arbitrary 
diversion of traffic, resulting from inflexible regulations which 
interfere with their freedom of competitive action in adjust- 
ment of rates to fit new conditions. This diversion of traffic 
benefits only the unregulated rivals of the railroads and is in 
no way advantageous to the public. It results from no natural 
advantage that other forms of transport in themselves enjoy, 
from the standpoints of convenience, dependability or cost of 
service, over the railroads, but from artificial and discriminatory 
advantages conferred through public policies.” 


INCREASED BUS TRAFFIC 


Common carrier bus lines transported ten million more 
passengers in 1933 than in 1932 and the total number carried 
was equivalent to ten times the population of the United States, 
according to the National Association of Motor Bus Operators. 

The association declares that the total number of revenue 
passengers last year was 1,672,015,000, of which 1,323,025,000 
were transported on city bus lines, 328,780,000 on intercity lines 
and 20,210,000 on sightseeing and other buses. 

“Despite burdensome taxes and other retarding factors,” 
says the statement, “1933 was a period marked by substantial 
progress in the industry, following two years of declines in the 
number of passengers carried and in bus miles operated It 
furnished many reasons for optimism among those concerned 
with the future of bus transportation. 

“This was evidenced by an increase in the number of miles 
of route operated, which increased from 400,000 in 1932 to 
410,000 in 1933. It was also evidenced in the fact that the 
close of the year found more than $331,000,000 invested in 
rolling stock, 

“The industry also continued to provide employment, in 
keeping with the federal effort to find jobs for those in need 
of work, and the end of 1933 found 85,578 employes on the 
payrolls of the industry.” 

Operating over the highways of the country are 106,500 
motor buses in public and private operations and they have 
become a vital part of the nation’s transportation system, 
according to the association. 

“No other form of common and semi-private carrier,” says 
the statement, “handle such a diversified patronage and fulfill 
a more important place in the mass movement of our people. 

“In the public carrier field, there are 45,000 buses, of which 
33,280 are owned by motor carrier companies, 11,000 by electric 
lines, and 720 by steam railroads, Around 1,200 buses are 
owned by private carriers and are used for non-revenue pur- 
poses. The extent to which the industry, including both public 
and private bus operators, is scattered over the face of the 
country is indicated by the fact that a total of 29,100 operating 
agencies run buses, with an investment of approximately 
$435,000,000 in rolling stock.” 


HIGHWAY CONFERENCE AROUSED 


In a bulletin referring to reports that President Roosevelt 
plans to push for enactment at the next session of Congress 
legislation subjecting highway and waterway carriers to reg- 
ulation, and to a newspaper editorial favoring use of gasoline 
taxes for other than road purposes, the National Highway Users’ 
Conference says these “straws show the direction of the wind,” 
and adds: 


Restrictive, punitive regulation is of course the railroads’ primary 
objective. No reasonable person, however, can imagine that the rail- 
roads will be opposed, or that they will not actively assist in the 
wholesale proposals to divert highway funds for relief and other pur 
poses. 

Forty-four regular state legislative sessions are almost upon us. 
Every mail and almost every newspaper brings evidence of the in- 
creasingly effective drive being made by the railroads It was an- 
nounced recently that there will be a full-time railroad legislative rep- 
resentative on duty in every state under their new plan for in reased 
activity. This, presumably, will be in addition to the countless rail- 
road lobbyists who have been used in the past. 

Only a thorough awakening to the many dangers threatening the 
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economy and efficiency of highway transportation, and a consequent 
determination on the part of all highway user groups to stop “letting 
George do it’’ and enter the fight themselves—only coordination of 
effort, complete teamwork by all highway user groups, can prevent 
legislative set-backs from which highway transportation cannot re- 
cover for years. 





CLASSIFICATION OF TRUCKS 


NRA Deputy Administrator Charles P. Clark, at a hearing 
on the question of whether trucking operators of the household 
goods, storage and moving trade should continue wholly or in 
part under that code, or under the trucking industry's code, 
heard statements by Ted V. Rodgers, chairman of the trucking 
industry's National Code Authority, and Charles G. Morgan, of 
the American Trucking Associations, Inc., in support of the 
proposition that the movement of household goods should be 
brought under the regular trucking code. On the other hand, 
C. J. Hamilton, chairman of the Industrial Relations Board, and 
Martin H. Kennelly, code authority chairman, both of the house- 
hold goods, storage and moving trade, asked that the trucking 
functions of their members be kept under the code governing 
the household goods, storage and moving trade. 





NRA MINIMUM BUS FARES 

The National Recovery Administration has announced that 
minimum bus fares over Chicago-New York and New York- 
Washington routes will become effective midnight September 
21, under an administrative order by Administrator Hugh 8S. 
Johnson, approving a schedule of rates, fares and charges here- 
tofore determined by the Motor Bus Code Authority and which 
were published in full in the Traffic World of June 16, p. 1146. 
These rates, fares and charges were established to become 
effective June 30, unless an appeal were made to the adminis- 
trator. Such an appeal was made by the Nevin Atlantic Lines, 
Nevin Transit, Inc., and Nevin Western Lines, Inc., from all 
minimum rates. This later was withdrawn except on fares 
for services between the following points: Chicago-Detroit; 
New York-Philadelphia; New York-Baltimore; New York-Wash- 
ington; Philadelphia-Baltimore; Philadelphia-Washington. Ad- 
ministrator Johnson denied the appeal for the lines named and 
established the rates as set by the Code Authority. 





BUS OPERATORS’ CONVENTION 


Coordinator Eastman is scheduled to deliver an address at 
the annual meeting of the National Association of Motor Bus 
Operators at Cleveland, O., September 21. A. H. Swayne, vice- 
president, General Motors Corporation, will speak on “The High- 
way Users’ Problem,” and Edward J. Hopple, chairman of the 
Ohio Public Utilities Commission, will speak on “Motor Bus 
Operation and Its Regulation.” 





TRUCKING CODE EXEMPTION 


The National Recovery Administration has announced that 
it has received a request from the Keeshin Motor Express Co., 
Chicago, Ill., for exemption from the 40-hour maximum week 
provisions of the trucking code, with respect to its station or 
platform workers. Any facts, information or suggestions con- 
cerning the request must be submitted to Acting Deputy Ad- 
ministrator C. P. Clark, Room 3208, Commerce Building, Wash- 
ington, D. C., before September 21. 


TRUCKS PROTEST EXPRESS OPERATIONS 


The American Trucking Association, Inc., has announced 
that charges that the Railway Express Agency is operating in 
violation of the code of fair competition for the trucking in- 
dustry have been filed by the New York City code authority 
with the state NRA compliance director. It is contended that 
intra-city movement of merchandise by the express agency is 
within the jurisdictional area of the city code authority for 
the trucking industry. 


TRUCKING CODE “ELECTORAL COLLEGE” 


The National Recovery Administration announces that it 
has approved an amendment to the trucking code providing for 
an “electoral college” to elect code authority officers. The 
amendment is to become effective September 19 unless good 
cause is shown to the contrary. The amendment reads as 
follows: 


The National Code Authority shall consist of one voting member 
from each region. For the purpose of administering the code, the 
National Code Authority shall divide the United States into regions 
consisting of three or more states. The voting members of the Na- 
tional Code Authority shall be elected by an electoral college consist- 
ing of four members from each region. Members of this electoral col- 
lege shall be chosen by a majority vote of a convention of state code 
authorities in each region, each state area in such region voting an 
equal number of votes. The members of the electoral college so 
chosen from each region shall be, one, a regular route common carrier 
operator; one, a contract operator; one, a local cartage operator; and 
one, an operator from some other natural class of the industry. 

The first convention for choice of delegates to the electoral col- 
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lege shall be held in each region on call of the National Code Avy- 
thority, which call shall be issued within 90 days after the elections 
provided for in paragraph (3) hereof headed ‘State Code Authority”: 
and such convention shall be subject to rules and regulations pre. 
scribed by the National Code Authority and approved by the Admin- 
istrator. 

The first meeting of the electoral college shall be held on call of 
the National Code Authority, and it shall thereafter operate in a 
cordance with its own by-laws approved by the Administrator, and 
under its own officers. 


TRUCKING CONVENTION 


The American Trucking Associations, Inc., has announced 
that its first annual convention, scheduled for September 24 
to 26 at Chicago, has been postponed until October 22 to 24. 
It said the decision to postpone the convention resulted from 
delays in NRA approval of procedure for electing permanent 
members of the national code authority. 





TRUCKING CODE ADMINISTRATION 


Charles P. Clark has been made acting deputy adminis. 
trator of the transportation section of the new division of the 
National Recovery Administration which has jurisdiction over 
public utilities, transportation and communication. Mr. Clark 
until recently was administration member of the trucking code 
authority. He left that position to become assistant deputy 
administrator in the NRA. Mr. Clark formerly was genera! 
manager of the American Automobile Association. 


CAR THAT LOOKS THROUGH STEEL 


A car that looks through steel rails and detects flaws in 
their structure, a modern engineering marvel, will be exhibited 
by the Chicago and North Western at its station in Chicago 
September 20. It is called the “Sperry detector car” and is 
one of the many safety devices employed by the railroads to 
make travel and shipping as free from risks as sleeping in 
one’s own bedroom. It is named for the inventor, who also 
invented the gyroscopic stabilizer for ocean steamships, a late 
contributor to the comfort of ocean travelers. By electrical 
means the car detects fissures in rails as it passes over them 
and marks the spot at which the fissure occurs. 

Little is known as to the cause of these fissures. They 
occur “without rhyme or reason” in the best of steel and, 
undetected, may cause serious wrecks. They start from small 
flaws in the steel and grow progressively with the age of the 
rail. Formerly, when one was discovered in a rail, it was 
the custom to remove all rails of a particular rolling. The 
detector car not only avoids this waste but gives advance 
notice of a possible cause of serious trouble. Fissures in rails 
are one of the most important causes of rail failure. The car 
to be exhibited is new and is said to have features not in- 
corporated in earlier cars. There are thirteen “detector” cars 
in service, one of which is owned by the American Railway 
Association. Some 200,000 miles of track have been covered 
by them. 





HOCH-SMITH COTTON 
The Commission, in No. 17000, rate structure investigation, 
part 3, cotton, and cases grouped therewith, has reopened it 
for further hearing to determine whether and to what extent 
its order prescribing a relation between the rates to New Or- 
leans and Mobile from the Mississippi Valley should be modified 
or enforced. 


REVENUE TRAFFIC STATISTICS 


In the six months ended with June revenue a ton-mile aver- 
aged 9.86 mills as against 10.14 mills in the corresponding 
period of 1933, according to revenue traffic statistics of Class | 
railroads compiled by the Bureau of Statistics of the Commis 
sion. In June the average was 9.94 mills as against 10.36 mills 
in June last year. 

Revenue a ton a road averaged $1.939 in the six months 
ended with June as against $2.101 in the same period of last 
year. For June the average was $1.916 as against $2.109 i 
June last year. 

Revenue a passenger mile averaged 2.001 cents in the 
six months ended with June as against 2.149 cents in the same 
period last year. For June the average was 1.954 cents 4s 
against 2.066 cents in June last year. 

Revenue passengers carried totaled 222,215,000 in the six 
months ended with June as against 207,378,000 in the same 
period last year. In June the number of revenue passengers 
was 37,391,000 as against 35,059,000 in June last year. 


CHANGES IN DOCKET 


Hearing in No. 26534, assigned for September 13, at Chicago, Ill. 
before Examiner Flynn, was postponed to a date to be hereafter fixed. 

Hearing in No. 26561, Farmers’ National Grain Corp. vs. ©. & >’ 
W. Ry. et al., assigned for September 17, at Chicago, IIl., before = 
aminer Flynn, was canceled and reassigned for September 11, 4 
Chicago, lll., before Examiner Flynn. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 

his opinion in answer to an —- g question relating to the law of interstate 
tra 


transportation of freight. c man of long experience and wide knowl- 
edge will answer questions relating to practical traffic sae We do not 
desire to take the place of the tra man but to hel in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is ired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers 


t, 
Traffic Service Corporation, Mills Building, ashington, D. C. 





Routing and Misrouting—Application of Rule 55(c) of Tariff 
Circular 20 to Shipment Misrouted by Carrier 


South Carolina—Question: A car of lumber originated at 
\" destined to “B,” a point on the Z Railroad. 

The bill of lading issued by the initial carrier contained 
specific routing via the X Railroad, Y Railroad, and Z Railroad. 

The shipment moved via the X Railroad, the W Railroad, 
the Y Railroad and the Z Railroad. 

The published joint through rate did not apply in connec- 
tion with the W Railroad, but applied, in accordance with spe- 
cific routing instructions, via the initial carrier, the X Railroad 
and connections. 

Freight charges were collected at destination on the basis 
of the point “C” combination. However, a combination based 
m point “D” produces a lower rate than the point “C” combina- 
Point “C,” located on X Railroad, is a point intermediate 
to the base point, namely, point “D,” also located on X Rail- 
road, upon which the lowest combination makes. 

Can the point “D” combination be applied under the pro- 
visions of Rule 55(ec) of the Commission’s Tariff Circular 20? 

It is our understanding that a situation like this is covered 

Rule 55(c), and that the carriers can protect the rate made 
n the point “D” combination, in view of the fact that there 
s no through rate applicable via the route the car actually 

oved 

Answer: In forwarding the shipment via the X Railroad, 
the W Railroad, the Y Railroad and the Z Railroad, via which 

ute the joint through rate is inapplicable, the initial carrier 
misrouted the shipment. 

Rule 55(c) of the Commission’s Tariff Circular No. 20 in 
effect holds that where, under the shipper’s routing instruc- 
tions, a shipment could have moved to and from a base point, 
the base point combination may be applied, even though the 
shipment does not move to and from the base point. See Walsh 
Fire Clay Products Co. vs, A. B. & A., 142 I. C. C. 486, in which 
this rule has been applied. 

While we are unable to locate a decision of the Commission 
so holding, it would appear that where a shipment is misrouted 
by the initial carrier, in that the shipper’s instructions are dis- 
regarded, the initial carrier may take advantage of a lower 
combination applicable over the base point. 

However, in Lusco Brick & Stone Co. vs. Atchison, T. & S. 
Fr. Ry. Co., 178 I. C. C. 528, the Commission holds that the 
initial carrier is Hable for the full amount of the damages re- 
sulting from the misrouting of a shipment. 

In Sutherland Bros. Co, vs. Louisville & N. R. Co., 168 
l. C. C, 446, the Commission said that the fact that the lines 
f the same carriers formed both the route over which the 
shipment moved and the route over which it should have moved, 
ind that each of those carriers is willing to bear part of the 
damages resulting from the difference between the applicable 
rate and the rate found reasonable over the route over which 
the shipment should have moved is not controlling; that it has 
found that the carrier guilty of misrouting is liable for the 
difference between the applicable rate over the route of move- 
ment and a reasonable rate over the route the shipment should 


lave moved, 
Misquotation of Rate or Route No Basis for Award of Reparation 


Pennsylvania.—Question: Will you kindly. give me your 
®Ws as to our responsibility in the following transaction: 
Ve had two shipments of the same commodity to move 
\ to B. One of the shipments weighed 30,057 pounds; 
‘ie other shipment weighed 15,000 pounds. 
Our plant office, not being versed in traffic matters and be- 
hf in doubt as to whether it would be permissible to forward 
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both shipments in the same car on two separate bills of lading 
at the carload rate, to save time, took the matter up with the 
agent’s office of the carrier at the billing point, asking if this 
could be done, and were advised that it would be proper to 
forward the two shipments in the same car on two bills of 
lading, at the carload rate of $6.60 per net ton. 

The railroad company now demands freight charges based 
on the minimum carload weight and carload rate for each ship- 
ment, which results in a charge of $6.60 per net ton, minimum 
22% tons, on each shipment, or an additional amount to pay 
of $157.30. 

We contend that had not erroneous advice been given to 
our plant office, the shipment would not have been made as it 
was, because we are permitted to ship pool cars, that is, cars 
containing shipments for different people but consigned to one 
party, at the carload minimum weight and rate; that had we 
been properly advised, we could easily have consigned the two 
shipments to one party, thereby obtaining the benefit of the 
carload weight and rate; that the transportation service per- 
formed by the carrier was the same, regardless of how the 
shipment was billed. As we see it, inasmuch as the carrier 
admits its error, it should not demand the additional charges, 
because it was not a discrimination in our favor, as we had 
nothing to gain by billing the shipment in accordance with their 
instructions, as we did. 

The carrier advises that the error made by their repre- 
sentative is in the same category as a misquotation of a rate, 
for which they would not be responsible, and that under the 
law they are obliged to collect the additional charges as out- 
lined above. 


It is true that it is technically not in the same category 
as a misrouting, but in some respects is similar because had 
they misrouted the shipment they would be responsible for the 
additional charges resulting therefrom by admission of their 
error. 


Answer: In A. J. Poor Grain Co. vs. Chicago, B. & Q. Ry. 
Co., 12 I. C. C. 469, the Commission said: 


A carrier is required by law to publish the rate and also clearly 
to indicate the route over which the published rate is applicable. 
When so puasmes the rate named and the route designated stand as 
the law, binding as well upon the shipper as upon the carrier. A 
schedule of rates published in the manner provided by law speaks 
with equal authority to the shipper and to the carrier, and both are 
equally chargeable with notice of the rate and of the route over which 
the rate is made applicable. A mistake by a carrier in responding to 
an inquiry by a shipper, either as to the rate or as to the route, will 
relieve neither the one nor the other from the obligation of fulfilling 
the law’s requirements; in either event the carrier must collect and 
the shipper must pay the rate as published for the route over which 
the shipments actually move. This general rule is founded not only 
on the strict language of the law but also upon a sound public policy. 

‘ 

In a subsequent case with respect to the liability of a car- 


rier for the misrouting of a shipment by reason of erroneous 
information furnished to the shipper or his representative, the 
Commission in Wickenhiser & Co. vs. Chicago, I. & L. Ry. Co., 
152 I. C. C, 244, said: 


Complainant relies upon Brownyard vs. U. P. R. R. Co., 136 I 
C, C. 447, and 148 I. C, C. 444, but in that case the carrier's agent 
inserted the routing in the bills of lading believing that the lower rate 
applied over those routes, while here the shipper inserted the routing 
before presenting the bills of lading to the agent. The facts relating 
to routing place this case within the rule stated in Independent Supply 
Co. vs. C. & P. R. R. Co., 20 L. C. C. 66; South Chester Tube Co. vs. 
M. K. & T. Ry. Co., 64 I. C. C. 78; and Underwriters Salvage Co. vs 
L. & N. R. R. Co., 115 I. C. C. 585. In those cases responsibility for 
routing was placed upon the shipper. In the last named case we said 

“It appears that the shipments were made by representatives of 
complainant not acquainted with rate matters, who claim that, being 
in doubt as to the proper routing, they consulted agents of defendants 
at Jacksonville and were advised by them to insert the routings shown 
on the bills of lading. It is complainant’s contention that it was de- 
fendants’ duty to inform their agents of these lower rates, and that 
defendants’ failure to do so resulted in misrouting. Complainant's lack 
of knowledge does not relieve it from the responsibility of having 
routed the shipments.”’ 


As to the liability of a carrier for damages resulting from 
the misquotation of a rate, see the Commission’s decision in 
Chapin-Sacks Corporation vs. Pa. R. Co., 96 I. C. C, 706. In 
this case the Commission said: 


So far as disclosed by the record, the shipments here considered 
might properly have been billed so as to make applicable the rates 
sought. Such rates have been accorded under the same rule on simi- 
lar shipments made since April 7, 1933, upon compliance with the bill- 
ing requirements thereof. Complainant asserts that prior to making 
the shipments defendant's agent at Hanover advised the creamery 
company that the rates sought were not applicable, regardless of the 
manner in which they might be billed, and urges that in awarding the 
reparation sought we would be merely restoring money erroneously 
paid. Defendant denies that its agent so advised the creamery com- 
pany, but the fact is immaterial. Shipper and carriers alike are 
charged with knowledge of lawfully published rates and tariff provi- 
sions, and the misquotation thereof by an agent of the carrier, except 
in cases within the purview of section 6 (11) of the act, affords no 
basis for an award of reparation. 


The facts in this case are quite similar to those in the 












eS 



























-<_ eee <= 


—— ce 


ey Es 
a — me 
























et Se es ET 


=. 


PAGE 418 





instant case, and, unless there are present in the instant case 
circumstances such as Were present in the Commission’s state- 
ment of facts in Hubbard vs. Oregon, S. L. R. R. Co., 118 I. C. C. 
202, it is our opinion that recovery can be had by the carrier 
of the additional amount which it claims to be due. 


Rates—Reasonableness of—Stone to Cleveland Versus Other 
Ohio Destinations 


Ohio.—Question: We take the liberty of calling your at- 
tention to two cars of stone shipped from Marblehead, Ohio, 
to Berea in July of 1933. At that time the railroad assessed 
a rate of 90c, Whereas the rate to Cleveland is 85c, 

We filed a claim covering overcharge and requested rep- 
aration on same. The rate from Marblehead to Berea and 
Cleveland was set by the Interstate Commerce Commission 
under Docket 25020, and we were advised that reparation could 
not be authorized until the Commission would modify its order 
in Docket 25020. Therefore they have declined to adjust our 
claim on the overcharge, which we claim should have taken the 
Cleveland rate of 85c. 

We would appreciate getting your views on this matter, 
as we feel We were justified in filing claim, which should have 
been paid, although they advised that legally, due to the fact 
that no modification has been passed covering Docket 25020, 
reparation could not be authorized. 

Answer: In the case to which you refer, namely, Rates 
on Crushed Stone, Gravel, Sand and Slag in Ohio, 191 I. C. C. 
206, the Commission prescribed rates on crushed stone from 
Hillsville, Shaw Junction and Walford, Pa., to destinations other 
than Toledo and Cleveland on a basis not higher than rates 
made by the use of the PSM 923 distance scale appearing in 
the appendix in its report in this case, and prescribed rates from 
the same points of origin to Toledo and Cleveland on a basis 
not higher than rates made by the use of a scale 10c per ton 
lower than the PSM 923 distance scale. 

It also prescribed rates from points of production in Ohio 
to destinations in Ohio not lower than the rate it prescribed 
for corresponding distances on shipments moving from points 
of production in Pennsylvania referred to above to points in 
Ohio. 

Under the Commission’s findings in this case the rate from 
Marblehead, Ohio, to Cleveland may be 10c per ton lower than 
the rates to other points of destination in Ohio, including Berea, 
Ohio. 

The lower rates to Cleveland are, the Commission states, 
warranted by the competition of water lines and other means 
of transportation not within the control of the carriers. 


An overcharge in rate results from the collection by a 
carrier of an amount greater than the legally published tariff 
rate. Therefore, in assessing the legally published tariff rate 
in the instant case the carrier has not overcharged your ship- 
ments, 


Whether the publication of a higher rate to Berea than to 
Cleveland is justified is a matter for determination by the regu- 
latory authorities. The Commission having, in the above re- 
ferred to case, authorized the publication of a lower basis of 
rates to Cleveland than to other points in Ohio, your remedy 
lies in a complaint against this adjustment, if the carriers are 
unwilling to publish the rate applicable to Cleveland at points 
intermediate thereto. 


Tariff Interpretation—Distinction Between Classification 
Regular and “Class 30” and “30 Per Cent of First Class” 


New York.—Question: We have noted with interest your 
comments on tariff interpretation—distinction between Classi- 
fication rating of “Class 30” and “30 per cent of first class,” 
in Vol. LIII, No, 14, page 658 of the Traffic World, issue dated 
April 7, 1934. 

The question asked in connection with an import shipment 
of olives from New Orleans July 29 and 30, 1932, to “C,” route 
KF. B. L.-X., B. Railroad delivery, covering which Agent Jones’ 
Exception I. C. C, 2506, Item 592, Supplement No. 13, provides 
for a class 380 rating, was whether the fifth class or 30 per 
cent of the first class rate was proper in the absence of class 
30 column in the F. B. L, Tariff. You answered that Supplement 
No. 13 to Agent Jones’ Exceptions to the Official Classification 
assigns olives to the class 30 rating, wherever the tariffs carry 
class 30, or a basis for computing class 30 rates, and that if 
the tariff, in any particular instance, does not contain class 30 
rates, it is necessary to fall back on the Classification proper 
for a basis. 

We beg to be allowed to offer our comments on this ques- 
tion, as it is our opinion that your interpretation is incorrect. 

Item 592, of Supplement No, 13 to Agent Jones’ Exceptions 
to the Official Classification, we find, provides class 30 rating 
on olives in lieu of the 5th class rating provided for in the 
Official Classification. But it does not carry the provision, as 
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stated by you, that this class 30 rating is applicable only 
wherever the tariffs carry class 30, or a basis for computing 
class 30 rates, and that if the tariff, in any particular instance, 
does not contain class 30 rates, it is necessary to fall back on 
the Classification proper for a basis. Anyway, this cannot be 
s0, as the establishment of a rating on an article in the Excep. 
tions to the Classification definitely removes the application of 
the Classification rating. The olives in the above instance, 
therefore, are correctly subject to the class 30 rating, or 30 
per cent of the corresponding first class rate, 

As far back as we can recall there has always been a 
provision in the Classification to the effect that figures higher 
than 12 appearing in the rating column mean percentages of 
corresponding first class rates. Furthermore, in the Exceptions 
there can also be found a table of multiples and percentages to 
be used where ratings in the Official Classification or as shown 
in the Exceptions, provide for multiples or percentages of class 
rates. 

It is our opinion, therefore, that there is no distinction be 
tween class 30 rating and 30 per cent of the corresponding first 
class rate. 

Since reading the instant matter in your magazine we have 
tried to find, but without success to date, a case that would 
demonstrate the fact brought out by you that a tariff may 
designate certain rates as “class 30” and they could in fact 
be 25 per cent of the first class rate. Perhaps you can give us 
a specific case. If so, we will appreciate it. 

Answer: While it is true, as you state, that the Consoli- 
dated Classification contains a statement that figures higher 
than 12 provided for in the Classification are class rates and 
mean percentages of first class, and that Agent Jones’ Excep 
tions contain a rate table to be used where rates are based 
upon a percentage of class rates in the absence of a table or 
“percentage” rates in class rate tariffs, it is to be observed that 
there is no occasion in the rate table in Agent Jones’ Exceptions 
for 30 per cent of first class, nor is there a provision for class 
30 rates. Furthermore, we do not agree with your conclusions 
that the establishment of a rating on an article in the Excep- 
tions to the Classification removes the application of the Classi 
fication rating where there is no provision in the class rate 
tariff for the rating specified in the Exceptions to the Classi 
fication on a given article. This would not be true as to one 
of the regular classes, for instance third class or fourth class, 
and we see no reason why it would be true as to class 30. 

We are still of the opinion that the statements made in our 
answer, to which you refer, are correct. 

We have been unable to locate a decision of the Commis 
sion in Which this question has been at issue, nor can we find 
a case in which the question set out in the last paragraph of 
your inquiry has been involved. 


Tariff Interpretation—Application of Rule 15 of Classification— 
Application of Carload Rate and Minimum Weight When 
Article Subject to Rule 34 to L..C. L. Shipment 


Missouri.—Question: A question has arisen as to the mini- 
mum weight to be applied in cases such as follows: 

A shipment of iron or steel tanks 3 to 16 gauge is loaded 
by the shippers, on their siding, weighing approximately 13,000 
pounds or less and is tendered to the carriers as an L. C. L. 
shipment in trap car service, loaded on a car forty feet in 
length. The shipment is handled to destination on the same 
car, without other freight being loaded thereon. The total 
charges for the shipment being less based on the carload rate, 
fourth class, and the minimum for a 36-foot car, i. e., 14,000 
pounds, than for an L. C. L. shipment, 


The carriers are attempting to collect charges based on 
the length of the car used. They contend that inasmuch as 
the car was loaded by the shippers the provisions of Rule 34 
should be invoked. 


It is the shippers’ contention that under Section 1, Rule 15, 
of the Classification, the greatest charge that can be made 18 
that based on a 36-foot car. 

It is the recollection of the writer that the Commission has 
ruled on this point and in this connection wish you would ad- 
vise whether or not such a decision has been issued, If not 
advise if there is any decision of the Commission that would 
in any manner tend to substantiate the carriers’ or the shippers 
position, : 

Answer: Regardless of how the carrier handles the ship 
ment, it having been tendered as a less-carload shipment, it 18 
subject to the applicable less-than-carload rate. This rate may 
be the regular rate applicable to the ordinary less-than-carload 
shipment of that article, or, if the shipment has sufficient 
weight, it becomes subject to another sort of less-than-carload 
rate. We refer to the maximum less-than-carload rate, which 
is the rate that would apply had the shipment been tendered 
to the carrier as a carload shipment. Section 1 of Rule 10 
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holds the carload rate as a maximum. 


be computed? Section 1 does not state. 

We think the situation similar in principle to that involved 
in James Manufacturing Co. vs. C. & N. W., 147 I. C. C. 271, 
and N. O. Nelson Mfg. Co. vs. Mo. Pac., 153 I. C. C. 272, cover- 
ing mixed shipments of articles subject to Rule 34 of the Classi- 
fication. This rule required that the carload should be charged 
at the highest rate and highest minimum weight. A 40-ft. 
car actually carried the mixed shipment. The carriers con- 
tended that, in determining the charges on the several articles 
in the mixture. “as if” they had been tendered in straight car- 
load, and selecting a minimum weight that would have obtained 
on such straight carloads, it was proper to use the minimum 
of the car actually carrying the mixed shipments. The Com- 
mission held this was improper, and said: 


“Where the length of car affects the result, it must be assumed 

hat such equipment is used as will produce the lowest total charge, 

36-foot cars. Nor is that assumption unfair to the carriers, as 

they can not reasonably ask for a higher minimum charge for the 

transportation of a mixed carload shipment in a single car, than the 

mbined minimum charge for the two 36-foot cars which the shipper 
might have used in making the shipment. 


It appeared that the separate articles could have been 
loaded into a 36-foot car. To arrive at the minimum on the 
mixed shipment it was necessary to make “theoretical ship- 
ments” and rate them accordingly. The Commission assumed, 
and reasonably so, we think, that these theoretical shipments 
would have moved in cars of the size necessary to carry them, 
and not the cars of greater length. When comparing the less- 
carload charges with a theoretical carload shipment, under 
Rule 15 (1), therefore, we think we must assume that the ship- 
ment would have moved in that size car necessary to carry it 
and not a greater, and there is nothing inequitable in this con- 
struction for either carrier or shipper. The car actually carry- 
ing the shipment has nothing to do with determining the charge. 

We can locate no decision of the Commission which spe- 
cifically determines the question involved. 

In Miller-Rose Company vs. C. & N. W. Ry. Co., 136 I. C. C. 
13, the application of the provisions of Rule 15 of the Classi- 
fication was under consideration in connection with shipments 
which were loaded in cars over 36 feet in length, but, as the 
rate the Commission found to be applicable, namely, 37\%c per 
100 pounds, applied on both carload and less than carload ship- 
ments, the case does not determine the questicn in which you 
are interested. 

However, we do not think that the term “minimum car- 
load,” as used in Section 1 of Rule 15, relates entirely to the 
minimum weight for a 36-foot car. This for the reason that 
Where a car which exceeds 36 feet in length is used, a mini- 
mum carload is likewise the minimum weight for that size of 
car, as determined by Rule 34 of the Classification. 


Tariff Interpretation—Application of Rates on Articles Entitled 
to “Household Goods” Rates 


Michigan: Question: Assuming that we ship a carload or 
less than carload of household goods and so itemize the goods 
shipped that they can be rated separately according to the 
classification provided for each item, would we be obliged to 
pay first class rate according to value in classification or 
would we be entitled to the separate rating in the classifica- 
tion if itemized in the bill of lading? It is our opinion that we 
could demand a separate classification of the articles as there 
appears no provision in the classification, to our knowledge, 
that would bar us from using the individual items rated sep- 
arately, for instance, new stoves are rated third class and gen- 
erally have a higher value than secondhand stoves or stoves 
that have already been in use. When billed out as household 
furniture the stove would be rated as first class and still we 
would not be entitled to more than 10 cents a pound or $10 per 
hundred weight. 


We will appreciate your opinion on the above. 


Answer: Where articles which fall within the terms of Note 

Item 15, page 266, of Consolidated Classification No. 8, i. e., 
secondhand household or personal effects, are described in a 
bill of lading as “household goods,” the rate or rating applicable 
on household goods must be applied thereon. 


Unless otherwise provided, rates or ratings on any article 
apply to the article whether used or new. See Floyd & Co. vs. 
\.& M. R. R. Co., 83 I. GC. C. 485, 487; Continental File Co. vs. 
P.C.C, & St. L., 93 I. C. C. 378. 

Therefore, where articles which might properly be de- 
scribed and shipped as “household goods” are separately listed 
and individually described in the bill of lading, it is our opinion 
that the article may move at rates or ratings applicable thereon. 

We cannot, however, locate an opinion of the Commission 
M point. 
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Doings of the Traffic Clubs 





The Green Bay Traffic Club will have a golf outing at the 
Oneida Golf and Riding Club September 18. Representatives 
of sixty-three transportation lines serving Green Bay have been 
invited and it is expected there will be an attendance of about 
one hundred. 

The Traffic Club of Baltimore opened its fall and winter 
season with a luncheon at the Lord Baltimore Hotel September 
4. The traffic club is one of nineteen local civic and com- 
mercial clubs with membership in the Gavel Club and the 
eighteen presidents of the other organizations were invited to 
the meeting, The principal speaker was Major Harry D. Williar, 
chief engineer, Maryland State Roads Commission, whose sub- 
ject was “Administrative, Financial, and Engineering Phases of 
the State Roads Commission.” The meeting was also addressed 
by Dr. Mathew Page Andrews, general chairman of the Mary- 
land Tercentenary Commission of Batlimore, which will stage 
a pageant October 5 and 6, “The Soul of Maryland,” in which 
some three thousand will participate. Members of the traffic 
club will take part in the pageant and the club has engaged 
a box for the event. A history of the club has been published, 
including data with respect to the other member clubs of the 
Associated Traffic Clubs of America and other matter. The 
Traffic Club Forum held its first meeting of the season Septem- 
ber 10. R. V. Fletcher, general counsel of the American Rail- 
way Association and of the Association of Railway Executives, 
will address a meeting of the club at the Southern Hotel Octo- 
ber 2. Invited guests include Governor Albert C, Richie, Sena 
tor Millard E. Tydings, Senator Phillips Lee Goldsborough, and 
Howard W. Jackson, mayor of Baltimore. 

The Traffic Club of Kalamazoo held its first business meet- 
ing following the summer recess September 3. Charles H. Wins- 
low, in charge of the transportation department of the cham- 
ber of commerce, made a report for the educational committee. 
At the next meeting officers will be nominated for the Novem- 
ber election. 

The Traffic Club of Dallas resumed its regular meetings 
with a luncheon at the Adolphus Hotel September 10. Tom 
Green, Texas Electric Railway, was chairman of the commit- 
tee in charge of the program. The club's educational meetings 
will be resumed in October. 

The first fall meeting of the Traffic Club of Denver was 
held at the Daniels and Fisher’s Tea Room September 14. Din- 
ner was served and there was entertainment, 

The Washington Transportation Club will hold a fall outing 
and golf tournament at the Kenwood Country Club September 
18. There will be games, prizes, and refreshments in addition 
to golf. The regular luncheon will not be held this month. 

The Transportation Club of Des Moines will open its fall 
and winter season with a dinner meeting at the Hotel Savery 
Ill September 17. Officers will be elected and there will be 
bridge and poker following the meeting. C. M. Mitchell, traffic 
manager, Wheeler Lumber, Bridge and Supply Company, is the 
presidential nominee. 

The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club September 10. There was music and entertain- 
ment, 


The Transportation Club of St. Paul will hold the first of 
its weekly luncheons following the summer vacation at the 
Hotel Lowry September 18. 

The Portland Industrial Traffic Club, Portland Transpor- 
tation Club, and the Portland Lion’s Club will sponsor a luncheon 
at the Hotel Multnomah September 21 in connection with the 
regular meeting of the Pacific Northwest Advisory Board in 
that city. 

The Traffic Club of Memphis will hold its opening luncheon 
meeting of the season at the Hotel Devoy September 17. 

At a luncheon meeting of the Traffic Club of Chicago at the 
Palmer House September 18 Thomas James Norton, formerly 


assistant general solicitor of the Santa Fe and an authority on 
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constitutional law, will speak on “Why Governments Break 
Down.” There will be a flag ceremony by the color guard of 
the Burlington Route American Legion post in recognition of 
“Constitution Week.” 


At the next meeting of the Women's Traffic Club of San 
Francisco, to be held September 20, Sherman K, Burke, assist- 
ant general freight agent, Southern Pacific, will speak on 
“Progress in Transportation During 1934 to Date.” 


The Traffic Club of New York will have a golf outing at the 
Bonnie Briar Country Club, Larchmont, N. Y., September 18. 
There will be both morning and afternoon play with the “Presi- 
dent’s Trophy” at stake. The club sent a delegation to accom- 
pany the body and family of James Warren Roberts, who was 
president of the club at the time of his recent death, to In- 
dianapolis for burial. The honorary pallbearers, which made 
up the delegation, were as follows: J. H. Shirras, chairman of 
the board; Walter Lancton and C. W. Braden, vice presidents, 
and J. W. Williams, A, C. Anderson, F. X. Quinn, A. J. Seitz, 
Philip Reed, T. Tl. Harkrader, J. M. Gately, and T. J. Clarken. 


At its first meeting following the summer vacation, the 
Traffic Club of New Orleans September 10 elected a nominating 
committee to draw up a slate of officers for the new year. 
President Korndorffer reported on progress in a movement to 
establish a traffic course in one of the local universities or under 
the direct auspices of the club, The club recorded its approval 
of the establishment of such a course. 

At the September 19 meeting of the Transportation Club of 
Evansville Sidney Butterfield, president and general manager 
of Smith and Butterfield Company, will talk on “My Trip 
Around the World.” His address will be illustrated by colored 
moving pictures, There will be additional entertainment. 

The Columbus Transportation Club will hold its annual golf 
outing at the Columbus Country Club September 20. Two main 
prizes, in addition to others, will be awarded the winners. They 
are the “Neil House Trophy” and the Board of Governors’ Cup.” 
Dinner will be served in the evening. 


Football enthusiasts swelled the attendance at a “Football 
Day” meeting of the Traffic Club of Jacksonville at the May- 
flower Hotel September 10, Coaches of the University of Florida 
and local high schools were in attendance as well as players 
locally prominent. “Dutch” Stanley, head coach of the univer- 
sity was the principal speaker, and short talks were made by Ed- 
gar Jones, director of athletics at Gainesville, and Ted Arnold, a 
former university star and a Jacksonville football official. At the 
business session President Hendley announced that the club 
would be represented next month at the meeting of the Asso- 
ciated Traffic Clubs of America in Columbus by Victor Ousey, 
district agent, New York Central. It was also announced that a 
“stag” party would probably be held next month instead of the 
regular meeting. 





Personal Notes 





D. C. Coleman has been elected vice-president of the Ca- 
nadian National, with headquarters at Montreal, succeeding 
Grant Hall, who died. He was formerly vice-president of the 
western lines. W. M. Neal has been appointed vice-president, 
western lines, succeeding Mr. Coleman, and H. J. Humphreys, 
general manager of the eastern lines, has been appointed vice- 
president and general manager of the eastern lines. 

J. Kemp Ridgley, general passenger agent for the Louisville 
and Nashville, New Orleans, died in that city of a sudden heart 
attack September 10. He was sixty-one years old and had been 
in the employ of the L. & N. for forty-three years. 

Johnson O. Couch has been appointed assistant to the presi- 
dent, Louisiana and Arkansas and the Louisiana, Arkansas and 
Texas, with headquarters in New York. 

After a long record of service, John F. Vallery, assistant gen- 
eral freight agent, Burlington, at Denver, has been retired under 
company pension rules. A successor has not been appointed, 
but the duties of Mr. Vallery have been assigned to H. L. Ford, 
general agent, freight department, Denver. M. B. Baker has been 
appointed assistant general agent (freight), at San Francisco, 
and V. A. Kulberg has been appointed commercial agent, at 
Oakland, succeeding Mr. Baker. 

Sam Jones has been appointed assistant freight traffic man- 
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ager, Seaboard Air Line, at Tampa, Fla., succeeding J. 
W. Booth, who died. The position of acting assistant freight 
traffic manager at Tampa has been abolished. 


J. E. Davis, for the last five years assistant to the freight 
traffic manager, Union Pacific Lines, has been appointed as 
sistant to the vice-president in charge of traffic, according to an 
announcement by F. W. Robinson, vice-president—traffic. R. R 
Mitchell announces the appointment of Carl Beach, Portland, as 
assistant to the freight traffic manager at Omaha, to succeed 
Mr. Davis. 

The following changes have been made in the traffic depart 
ment of the Tide Water Oil Company, Tulsa, effective September 
1: CC. F. Dowd, traffic manager, Mid-Continent properties at 
Tulsa, appointed traffic manager of all of the Tide Water prop 
erties, with headquarters at New York. J. R. Lewallen, ap- 
pointed assistant traffic manager, headquarters, Tulsa; R. M 
Kress, appointed assistant traffic manager, New York; C. F. Wat 
son, former traffic manager at New York, assigned to othe: 
duties. 

The International Mercantile Marine Company has anp- 
nounced that Raymond M. Hicks will succeed Horace G. Philips 
as treasurer October 1. Mr. Philips will retire after twenty- 
five years of service as treasurer. Mr. Hicks has been assistant 
treasurer since 1931, and prior to that was with the United 
States Shipping Board and the Merchant Fleet Corporation for 
twelve years, including six years as assistant treasurer of the 
Fleet Corporation and deputy disbursing officer of the Shipping 
Board. 

Moore and McCormack Company, Inc., general agent for 
the Mooremack Gulf Lines, Inc., announces the appointment of 
R. B. Wallace as traffic manager and C. J. Maley as general 
freight agent of the Mooremack Gulf Lines. 

Capt. C. M. Armstrong, passenger traffic manager of the 
Furness Bermuda Line, died September 9 at New Rochelle, N. Y., 
of cerebral hemorrhage, after a short illness. He was forty-two 
years old and had been with the Furness company since 1919 

Robert S. Guilford, assistant freight traffic manager of the 
International Mercantile Marine Company, recently retired after 
thirty-eight years in the shipping business. He went to Cali 
fornia last spring on leave of absence due to ill health and it is 
understood he will remain on the Pacific Coast. 

James McGowan has been appointed special representative 
for the Isthmian Steamship Line on the Pacific Coast. 

Frank C. Ferguson has succeeded the late Major-General 
George R. Dyer as chairman of the Port of New York Authority, 
and Howard 8S. Cullman has succeeded Mr. Ferguson as vice 
chairman. 

A. F. Haines, vice-president of the American Mail and 
Pacific Steamship Lines, announces the appointment of L. J 
Lancaster as general passenger agent, at Seattle, for these 
lines. Mr. Lancaster has previously been assistant general 
passenger agent. 

I. M. Robinson has been appointed traveling freight and 
passenger agent, Panhandle and Santa Fe Railway, with head- 
quarters at Lubbock, Tex. 

J. R. Downes, chief of transportation, Pennsylvania, has 
been promoted to assistant vice-president, effective September 
16, with offices in Philadelphia. J. M. Symes succeeds Mr 
Downes as chief of freight transportation. 


TRANS-MO.-KAN. ADVISORY BOARD 


A meeting of the Trans-Missouri-Kansas Shippers’ Advisory 
Board announced for September 19 has been postponed to Octo- 
ber 11, at the Baltimore Hotel, Kansas City. The change in date 
was made so that the board might hear Federal Coordinator of 
Transportation Joseph B. Eastman. In addition to commodity 
committee reports estimating carloadings in the territory for 
the last quarter of the year and other routine matters to be 
covered, there will be discussion of car pooling, fourth section 
relief, and other current transportation issues, 





CHICAGO TRAFFIC COUNCIL 


At the monthly meeting of the Industrial Traffic Council 
of the Chicago Association of Commerce September 10 the pet! 
tion of the carriers, ex parte 115, for an increase in freight 
rates was discussed at length and it was decided to give further 
consideration to the matter. A special meeting will be held 
September 24, at which the position of the organization will be 
determined. A number of other matters were discussed, in- 
cluding a proposal that a movement be started to get inter: 
coastal carriers to include the cost of marine insurance in the 
intercoastal water rates. There was no action taken on that 
matter, 
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Digest of New Complaints 





No. 


. 26654. 


26647. James R. Henry, assignee of Ivory Handle Co., Hope, Ark., 
vs. L. & A. 

Unreasonable rates and charges, wooden handles, Hope, Ark., to 
New Orleans, La., for export or coastwise movement. Asks 
reparation. (lL. Carter Johnson, Arkansas Bank & Trust Co. Bidg., 
Hope, Ark.) 

. 26648. National Utilization Corporation, Norfolk, Va., vs. Erie 
et al. 

Unreasonable rates, scrap leather, Endicott and Johnson City, 
N. Y., to Norfolk, Va. Asks reparation. (D. A. Dashiell, prac- 
titioner, Royster Bldg., Norfolk, Va.) 

. 26649. Sevier Commission Co., South San Francisco, Cal. vs. 


C. & N. W. et al. 

Unreasonable rates, hogs, Winner and Colome, 8S. D., to South 
San Francisco, Calif. Asks cease and desist order and reparation 
(Richard T. Eddy, 106 West Third Third St., Los Angeles, Calif.) 


. 26650. American Fruit Growers, Inc., et al., Pittsburgh, Pa., vs. 


A. C. & ZX. ot af. 

Rates and/or charges, in violation first three sections, lettuce, 
carloads, points in Salt River Valley, Ariz., to various destina- 
tions in the states, D. C. and Dominion of Canada. Preference of 
Calif., N. M. and Tex. producing and competing districts alleged. 
Ask rates and reparation. (Amos A. Betts and J. N. Furlong, 
commerce counsel, Luhrs Tower, Phoenix, Ariz.) 


. 26651. Koss Construction Co., Des Moines, Ia., vs. La, Southern 


et al. 

Unreasonable rates and charges, contractors’ outfits and steel 
road forms, Baptist, La., to Silver Lake, Tex. Asks rates and 
reparation. (A. R. Morgan, t. m., 108 West 35th St., Minneapolis, 
Minn.) 


. 26652. Dawson Brothers Distributing Co. et al., Denver, Colo, vs. 


Alton et al, 

Rates in violation first three sections of the act, also sec- 
tions 4 and 6, cantaloupes and melons, except watermelons, be- 
tween points in Colo., N. M. and Tex. and points in Colo., Fla., 
Mass., S. D., Tenn., Wyo. and Va. Competitors at Mesquite, 
N. M., La Tuna, Tex., Washington, D. C., and/or Baltimore, Md., 
preferred. Ask rates and reparation. (J. N. Furlong, commerce 
counsel, 609 Luhrs Tower, Phoenix, Ariz.) 


. 26653. Sinclair Prairie Oil Co., Tulsa, Okla., vs. A. T. & S. F. 


et al. 

Unreasonable rates, pipe, points in Ark., to Tex., from Okla. 
to Tex., from Okla. to Kan., and from Tex. to Kan. points. Asks 
reparation. (C. J. Payton, practitioner, P. O. Box 521, Tulsa, 
Okla.) 

Smith Welding Equipment 
Minn., vs. A. T. & 8. F. et al. 


Corporation, Minneapolis, 
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Rates in violation sections 1 and 3, air compressors, between 
Minneapolis, Minn., and points in Western, Official and Southern 
Classification territories. Competitors in official and southern 
Classification territories preferred. Asks classification rating not 
exceeding 2nd class, on air compressors, L. C. L., and not ex- 
ceeding 35 per cent of first class, C., L. (Frank B. Townsend, 
practitioner, 164 N. Chamber of Commerce, Minneapolis, Minn.) 
26655. Brunswick Lumber Co., Inc., Alberta, Va., vs. Virginian 
et al. 

Unreasonable rates, lumber, and articles taking lumber rates or 
articles taking rates made with relation to lumber rates, Alberta, 
Va., and other Va. points taking the same rates, to points iy 
Com... Del. 4... Be. 2. ee oe. ta BR Xe Fhe ee & Vi 
W. Va. and D. C. Asks reparation. (John T. Money, atty., 8&6 
Mills Bldg., Washington, D. C.) 

26656. ©. A. Wagner Construction Co., Sioux Falls, S. D., ys 
C.@&2nN. W 

Unreasonable rate, sand, Hawarden, Ia., to Canistota, 8S. pD 
Asks reparation. (R. D. Springer, practitioner, Sioux Falls, S. D.) 


. 26657. Bowersock Mills & Power Co., Lawrence, Kan., vs. A, 7 


& S. F. et al 

Rates and charges in violation sections 1, 3 and 6, wheat, points 
in Kan. and Colo, to Lawrence, Kan., stored, milled and reshipped 
to interstate destinations. Competing millers at Topeka, Kan 
and other Kan. points and Kansas City, Mo.-Kan., preferred. Asks 
reparation. (John A, Falk, Lester G. Sever and P, E. Welsh, 
traffic managers, 522 Ry. Exchange Bldg., Kansas City, Mo.) 
26658. Carter-Waters Corporation, Kansas City, Mo., vs. M. P 
et al. 

Rates and charges in violation sections 1, 4 and .15, petroleum 
fuel oil, Eldorado, Ark., to points on St. L.-S. F Asks repara 
tion. (John A. Falk, Lester G. Sever and P. E. Welsh, traffi 
managers, 522 Railway Exchange Bldg., Kansas City, Mo.) 
26659. Albany Packing Co., Inc., Albany, N. Y., vs. N. Y. C 
et al. 

Rates and charges in violation sections 1, 3 and 4, fresh meat 
or fresh meat and packing house products, West Albany, N. Y 
to Scranton, Pa. Preference alleged as to Buffalo, N. Y., Chicagc 
Ill., New York lighterage points and Newark, N. J. Asks rates 
and reparation. (J. W. Goodman and L. V. Brandt, practitioners 
1018 S. Wabash Ave., Chicago, Ill.) 


. 26660. The Shelt Co., Inc., Elmira, N. Y., vs. B. & O. et al 


Charges in violation sections 1 and 6, corrugated iron culvert 
pipe, Elmira, N. Y., to official classification points, including als 
coated or lined iron or steel culvert pipe. Asks cease and desist 
order and reparation. (lL. V. Brandt and J. W. Goodman, pra 
titioners, 1018 S. Wabash Ave., Chicago, III.) 


26633, Sub. No. 1. American Enka Corporation et al., Enka 
N. C., vs. N. & W. et al. 

Unreasonable rate, carbon bisulphide, Roanoke, Va., to Enka 
N. C. Ask rate of 37 cents and reparation. (A. H. Lathrop, T. M 
American Enka Corporation, Enka, N. C., M. P. Bauman, pra 
titioner, 143 Liberty St., New York, N. Y., and Dabney T. War 
ing, T. M., Stauffer Chemical Co. of Va., Inc., 420 Lexingtor 
Ave., New York, N. Y.) 


Mm) PORT HOUSTON 


GATEWAY 
TO THE 
GREAT SOUTHWEST 


Warehouse and handling facilities for virtually every commodity 
make Houston the ideal distribution point for southwestern trade. 


<e dine 


Where the transfer of rail-water shipments is coordinated by 
terminals especially interested in minimizing time and expense. 


— 
— NEWS FLASH — 


Mr. J. Russell Wait, Director of the Port of Houston, has just 
been elected President of the American Association of Port 
Authorities. This honor comes as a reward for his many years 
of untiring service to this Association and to the Port problems 
confronting it. 


== 
- ——. 


HOUSTON 


sy. 


HOUSTON COMPRESS COMPANY 


(Dock & Commodity Dept.) 


MANCHESTER TERMINAL CORP. 
SHIP CHANNEL COMPRESS CO., INC. 
HOUSTON TERMINALS 
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FREIGHT SERVICE 


Between ST. PAUL, MINNEAPOLIS, 


| DULUTH, WINNIPEG, PORTLAND, 


SEATTLE, TACOMA, SPOKANE, KLA- 


| MATH FALLS, SACRAMENTO, OAK- 
| LAND, SAN FRANCISCO, VANCOUVER 
| and VICTORIA, B. C., and intermediate 


points. 


1600 


| smooth, cinderless miles behind giant 


oil-burning and electric locomotives via 
America’s most interesting scenic route 
between Chicago and Seattle. 


P. H. Burnham 
Western Traffic Mer. 


P. B. Beidelman 
Freight Trafhe Mgr. 


A. J. Dickinson 
Passenger Traffic Mgr. 


St. Paul, Minn, St. Paul, Minn. Seattle, Wash. 
C. W. Meldrum Cc. F. O’Hara H. G. Dow 
Asst. Gen. Passenger Agent Asst. Gen. Passenger Eastern Traffic Mgr. 
Seattle, Wash. and Freight Agent 233 Broadway 
Helena, Mont New York City, N. Y. 
T. J. Shea B. S. Merritt 

Asst. Gen. Freight Agent General Freight Agent 

105 W. Adams £ R. 620 709 Monadnock % 

Chicago, Ill. San Francisco, Calif. 





ROUTE OF THE FAMOUS 


EMPIRE BUILDER 


Between CHICAGO and the PACIFIC NORTHWEST 
via GLACIER NATIONAL PARK 


The Traffic World 


The migration 
will soon begin 


North woods and lakes are losing their 
“call’’. In a short while the migration 
of those who prefer sunny vacations in 
the fall and winter will provide the Chief 
and the other famous Santa Fe trains with 
a demand for extra sections. These 
people have plenty of reasons for travel- 
ing “Via Santa Fe’’—there is one all- 
inclusive term “‘service’’. 


Santa Fe “service” isn't confined to 
passengers. Satisfactory freight service 
isn't so widely heralded but is of the 
same quality and just as popular—among 
shippers. To the Santa Fe personnel 
the handling, transportation and ‘on 
time’ delivery of freight are of the 
greatest importance. Consequently your 
shipments get most careful consideration 
and attention, and arrive safely and ““On 
Time”, when you route them 


SANTA FE 


One Line—On Time—Alll the Way 


The Sante Fe has cut its rail fares, between all points 
west of Chicago, from 1634% to as much as 449/5%, 


eliminated surcharge in Pullmans—reducing & 


and hes 
Puliman cost 334%. 
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UNITED FRUIT 


GREAT 
WHITE 
FLEET 










Regular Freight and Passenger Service 
BETWEEN 


New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 8, North River, New York, W. Y. 
1001 Fourth St., 11 W. Washington St., 





San Francisse, Callf. Chicage, tt. 
Long Wharf, $21 St. St., 
Bosten, Mase. New Orieans, 


General Offices: One Federal Street, Boston, Mass. 


NOW IS THE TIME 


To go after Oriental business aggressively. Not in 
years have manufacturers had such bright prospects for 
extensive Oriental business as they have today. 


And remember—if you route your shipments via 
SEATTLE you are saving days and dollars. Seattle 
is the nearest United States port to the Orient, has the 
same terminal facilities as other up-to-date ports and 
IN ADDITION the geographical advantage of being 
several days closer to Oriental markets. 


Write for new illustrated book regarding Seattle, its 
port and position in the ever-increasing trade with the 
world’s greatest future markets. 


Bell Street Terminal, Seattle, U. S. A. 
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No. 26661. The Ava Brick Co., Ava, Ohio, vs. Pennsylvania-Reading 
Seashore Lines et al. 

Rates in violation sections 1, 3 and 13, building brick, Ava 
O., to points in New England, N. J., N. Y., Pa., Del., Md., Va. 
W. Va., and D, C., as compared with rates from plants of com- 
petitors throughout New England and Trunk Line territory, in- 
cluding that portion of Virginia which is within southern terrj- 
tory, pursuant to report and order of Commission in No. 10733 
or otherwise. Intrastate rates in Pa., Va., N. Y., N. J., Md., and 
W. Va. assailed as prejudicial to complainant, and discriminatory 
against interstate commerce. Asks cease and desist order and 
rates. (Walter Young, counsel, Rutherford, N. J.) 

No. 26662. Fedders Manufacturing Co., Inc., Buffalo, N. Y., vs 
Cc. Cc. C, & St. Ll. et al. 

Overcharges, wooden crates, K. D. F., used empty wooden radia. 
tor crates and crates, K. D., Detroit, Mich., and Toledo, Ohio, 
to Black Rock, N. Y. Asks cease and desist order and award 
of damages. (L. V. Brandt and J. W. Goodman, practitioners 
1018 S. Wab. Ave., Chicago, Ill.) 

No. 26663. Gulf Pipe Line Co., Pittsburgh, Pa., vs. I.-G. N. et al 

Unreasonable rates, second-hand steel pipe, various origins in 
Ark. and La. to various destinations in Tex. Asks reparation 
(J. C. Beck, A. G, T. M., 512 Gulf Blidg., Pittsburgh, Pa.) 

No. 26664. West Coast Separator Co, et al., Los Angeles, Calif., vs 
A. T. & 8S. F. et al. 

Unreasonable rates and charges, battery separator stock, viz 
Flat pieces of dressed cedar lumber, slotted and cut to dimen- 
sions, in lengths less than 18 inches, Junction Station and Los 
Angeles, Calif., to Minneapolis, Minn., Milwaukee, Wis., Cragin 
Station and Chicago, Ill., and Cleveland, O. Ask reparation 
(B. H. Carmichael, practitioner, and F. W. Turcotte, attorney, 
1004 Builders Exchange Bldg., 656 South Los Angéles St., Los 
Angeles, Calif.) 

No. 26655. Fort Smith & Western Railway Co. (L. B. Barry Jr., re- 
ceiver), Ft. Smith, Ark., vs. A. T. & 5S. F. et al. 

Alleges that by reason of provisions in items 414 of H. G. Toll's 
I. Cc. C. 13822 and 1333 complainant and other common carriers 
similarly situated are deprived of their legal rights to apply transit 
privileges published in individual lines or other agency tariffs and 
that this denial results in a diversion of a substantial volume 
traffic from the all-rail movement to water movement to gulf and 
to Atlantic ports and thence by rail to the interior, in violation of 
sections 1 and 3 of the act. Unjust discrimination against east- 
bound transcontinental traffic and undue preference to _traffi 
originating in Pacific Coast territory and moving by water throug! 
the Panama Canal to guif and Atlantic ports and thence by rai! 
to interior points. Asks cease and desist order, and the establish- 
ment of tariff provisions to the effect that transit privileges pub- 
lished in individual lines or other agency tariffs will be permitted 
and also making an appropriate reference to Johanson's I. C. C 
2605 so that the stopover privileges to partly unload will be ap- 
plicable. (J. K. Moore, Atty., 501 Petroleum Bldg., Oklahoma Cit) 
Okla.) 


TRANSPORTATION EDUCATION 


A somewhat novel experiment in transportation education 
will be resumed for a new season early in October with the 
opening classes of the Institute of Transportation and Maritime 
Commerce, Seattle, Washington. Two courses will be given in 
the first term of evening classes, the first, beginning October 2, 
is “Fundamental Background of Transportation Rates,” the 
other, beginning October 3, being, “Traffic Management—Topics 
for Study Beginning.” The classes are free, students having 
to pay only for books and materials used, and the students 
are mainly drawn from among employes of transportation com- 
panies, selected by the firms employing them, 

Professor J. E. Gould, instructor in transportation, Uni- 
versity of Washington, is president and educational advisor of 
the Institute. The other principal officers are officials of trans- 
portation companies, A. A. Murphy, assistant to the president, 
Union Pacific, being chairman of the board, and E. C. Bentzen, 
district manager, McCormick Steamship Company, vice chailr- 
man. Study material for the courses is specially prepared and 
the weekly lectures are by men actively engaged in transpor- 
tation work particularly qualified to deal with specific subjects. 
The work is carried on with the cooperation of the Transpor- 
tation Club of Seattle, the Propeller Club, Maritime Commerce 
Association, Merchants’ Exchange, and individual transporta- 
tion companies. 

“The object of the institute,” says Professor Gould, “is to 
furnish to transportation and traffic employes an opportunity 
to supplement their educational training at any stage and to 
keep them informed concerning any important developments in 
their field of work. The institute generally concurs in the 
belief that the problems of the transportation industries should 
be solved by the men in the industries. Since these problems 
grow increasingly complex, it is quite obvious that transporta- 
tion officers must be alert and informed to an unusual degree. 
They must be keenly sensitive to constant change.” 





WANTED—Experienced traffic man with executive ability to take 
charge of traffic bureau in southern city of importance. Address, 
A BC, care Traffic World, 418 South Market St., Chicago, Ill. 


WANT ECs relent solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to thelr 
resent activities. Write Frizzell & Co,, Drexel Bldg., Philadelphia, 
a., for details, 
eee a 

ATTENTION motor freight, carloading and boat lines desiring 
eastern representation. Complete and attractive facilities in the solic!- 
tation of business and handling your accounts in the East on a most 
attractive basis. For details, write Frizzell & Co., Freight Agents, 
Drexél Blidg., Philadelphia, Pa. 
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QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, —— Norfolk, Baltimore 


Cristobal (Canal Zone), Sen Diego, 
Los Angeles, Sen Francisco, Oakland, 
Alemede, Portland, Seattle and Tecoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Bettery Plece, New York 
Y H A 3 
Phat meet! Selidias CHICAGO—327 So. Le Salle St. 
1) &. Pigs OlTl—General Motors 


DAYTON, OHIO—18 + 


SALTIMORE Ke 
; elton EASTON, PA.—Drake Buliding 


BOSTON—33 Broad Street 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


| Philadelphia, Pa., and Houston, Tex. 
From Philadelphia . Wedneedays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bidg., PHILADELPHIA, PA. 





General Merchandise— Cold Storage 
arehouse 
WAREHOUSING — DISTRIBUTION — FINANCING 


Cargo-Handling Freezers 
Rail-Lake and Barge Coolers 


Terminal Auto Dealers 


96 Cer Track Warehousing 
Capacity Service 


2000 Feet Private ae Office and Factory 
Dock A Space 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 





_MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA fe NEW ORLEANS 
DELPHIA and MOBILE 


From NEW ORLEANS fo TAMPA peor ADELPHIA, 


Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 
MOORE and McCORMACK, Inc., Agents 
: NEW YORK, 5 Broadway 


H PHILADELPHIA, Bourse Bidg. 

: BALTIMORE, Seaboard Bids. NEW ORLEANS, Whitney Bank Bidg. 
: BOSTON, 75 State Street TAMPA, 512 E. Lafeyette St. 

: CHICAGO 503 Bids. DETROIT, 556 Book Bidg. 

: ON ROUGE, 1758 Government St. PITTSBURGH, Oliver Bids. 

2M LOU Rattwor 6 ‘ ony Noust ‘Suis Bi mae Benk Bids 
+ e . 
i cons CHRISTI, Nixon Bids. MOBILE, Mercheats Benk Bids 
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THURSDAY, SEPT. 20” 


CHICAGO & 


NORTHWESTERN RY. 


will exhibit 


A MOST AMAZING 
SAFETY DEVICE 


ELECTRICITY’S MAGIC 
“SEARCHING EYE" 


(SPERRY DETECTOR CAR ) 


You are cordially invited to 
witness this modern miracle, 
by which electricity “looks 
through” steel rails. It will 
be demonstrated at “North 
Western’s’’ Madison Street 
Station, Track 1, from 8:00 
a. m. to 10:00 p. m., Day- 
light Saving Time. 


DON'T FAIL TO SEE IT! 


The matter of minutes 
when you want tariffs— 
or other papers 


@ It seems to us that there are two things 
that affect the speed with which you can 
get tariffs—or other papers—out of your 

les. Certainly when you want them 
you want them right away. 


@ Very important—the location of the 
tariff must be seen—immediately and 
easily. Automatic Files make it possi- 
ble to do this the instant the drawer is 
opened. 










@ No less important—tariffs 
must come out easily and go 
in the same way—without 
being tugged and torn. 
Automatic Files—with their 
patented features—make this 
possible at all times—as no 
other filesdo. You can fill an 
Automatic File drawer to its 
full capacity and still not jam 
the contents—that's much more workable 
capacity than you usually get. 


@ You want papers ina nomnenaiee your 
filing clerk a - ea to work fast. We 
will be glad to send all of the details on 
Automatic Files if you will just write us for them. 


Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. Washington St. Chicago, Ill. 
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BUSINESS 


Shippers desirous of increasing their busi- 
ness in Oriental markets should get in 
touch with agents of the American Mail 
Line. These men, through years of ex- 
perience, know omy phase of exporting or 
importing and will be pleased to assist you 
with your problems. The American Mail Line 
specializes in saving time for shippers. Presi- 
dent Liners run on regular schedule, leaving 
Seattle every other Saturday and arriving in 

Seattle every other Tuesday. 


In addition, a fleet of fast cargo liners gives fre- 
quent service to Japan, China and the Philipnines. 
For information, apply desk No. 6 


21 West Street. .ccsccccsccceces New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St . Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 


MERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


the economical way 


On freight moving between the Atlantic Seaboard and 
Lake Michigan, Federal Motorship Corporation's fleet 
offers shippers an opportunity. 


It is the economical way to ship, safety is assured— 
these ships are all-steel and modern in every respect; 
quick deliveries are made—no stops are made between 
New York and Lake Michigan, seven days is the 
running time. 


We will be oe to send you the details of this eco- 
nomical freight transportation on request. 


FEDERAL MOTORSHIP 
CORPORATION 


(Contract Carriers) 


George D. MacDonald, Pres. and General Mgr. 
Owning and operating motorships: 


EMPIRE STATE—BUCKEYE STATE—BADGER STATE 


Lloyds Classification A-1 


1124 Marine Trust Bldg., Buffalo, N. Y. 


D. M. Strathearn, Mar. L. S. Martin, Mgr. 
2016 Mather Tower Bidg., 90 West Street 
Chicago, Ill. New York, N. ¥. 
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Docket of the Commission 


NOTE—iIteme in the Docket marked with an asterisk (*) havs 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too jate to show the change in this 
Docket will be noted elsewhere. 


September 17—Macon, Ga.—Examiner Fuller: 
25431 and Sub. 1 to 4 incl.—Standard Brick & Tile Co. vs. A. B. & 
Cc. R. R. et al. (further hearing). 


| Sept. 17—Minneapolis, Minn.—Examiner Peterson: 


26269—-American Seed Trade Association et al. vs. Aberdeen & 
Rockfish et al. (further hearing). 

26540—Koss Construction Co. vs. C. R. I. & P. Ry. et al. 

September 17—Memphis, Tenn.—Commissioner Tate and Examiner 

Hill: 

26430—Arkansas Rice Traffic Bureau vs. A. & R. R. R. et al. 

26460—New Orleans Joint Traffic Bureau vs. A. & W. Ry. et al 

26527—-Memphis Rice Mill vs. A. & R. R. R. et al. 

26538—Beaumont Chamber of Commerce et al vs. A. & R. R. R. at 


al. 
26618—American Rice Milling Co. et al. vs. A. & S. Ry. et al. 


September 17—Lubbock, Tex.—Examiner Worthington: 
23949—-Amherst Elevator Co. et al. vs. Santa Fe et al. 


September 17—Atlanta, Ga.—Examiner Berry: 
26575—Georgia Passenger Fares. 


September 18—Chicago, Ill._—Examiner Flynn: 
26568—Federal-American Cement Tile Co. vs. I. H. B. R. R. et al 
September 18—Washington, D. C.—Examiner Stiles: 
Fourth Section Application No. 15657—Filed by W. S. Curlett, B. T 
Jones, F. Van Ummersen and W. J. Sedgman, agents—Sugar 
September 19—Chicago, Ill.—Examiner Flynn: 
26536—Central Fuel Corp. vs. B. & O. C. Term. R. R. et al. 


September 19—Rexford, Mont.—Director Sweet: 
Finance No. 10543—Application of Great Northern Ry. Co. for per- 
mission to abandon its line between Rexford and the International 
Boundary at Gateway, Lincoln County, Montana. 


September 19—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15655—Class and commodity rates 
Ocean S. S. Co. of Savannah. 


September 20—Lansing, Mich.—Examiner Peterson: 
26566—Michigan Fertilizer Co. vs. L. & N. R. R. et al. 
September 20—Roswell, N. Mex.—Examfner Worthington: 

25229—-Finley & Company vs. Santa Fe et al. 


September 20—Louisville, Ky.—Examiner McGrath: 
26609—-West Kentucky Coal Bureau vs. Mo.-Ill. R. R. et al 
September 20—Jamestown, N. Y.—Examiner Molster 
Finance No. 10564—Application J. W. & N. W. R. R. for permission 
to abandon its line in Chautauqua County, N. Y. 
Finance No. 10574—Application Erie R. R. for authority to acquire 
terminal properties and portion of mail line of J. W. & N. W 
x &. 


Sept. 21—Greensboro, N. C.—Examiner Fuller: 
26124—Commonwealth Coal Co. vs. A. & Y. Ry. et al. 
25798—Consumers Coal Corp. et al. vs. A. & Y. Ry et ai. 
26495—City of Greensboro, N. C., et al. vs. A. & Y. Ry. et al. 


September 21—Chicago, Ill._—Examiner Flynn: 

26523—-Swift & Co. vs. U. P. R. R. et al. 

26639—Cudahy Packing Co. et al. vs. A. T. & S. F. Ry. et al 
September 21—Spokane, Wash.—Director Sweet: 

Finance No. 10502—Application of Great Northern Ry. Co. for per- 
mission to abandon its lines between Curlew and International 
Boundary, Ferry County, Wash., and between Molson and Inter- 
national Boundary, Okanogan County, Wash. 

September 22—Galesburg, IIl._—Examiner Peterson: 
26340—Beckley & Peterson et al. vs. A. C. & Y. Ry. et al. 

September 22—Roswell, N. Mex.—Examiner Worthington: 
25243—Sub. No. 2—W. H. Driggers et al. vs. Santa Fe et al. 


September 24—New Orleans, La.—Commissioner Tate and Examiner 
Hill: 
26430—Arkansas Rice Traffic Bureau vs. A. & R. R. R. etal. 
26460—New Orleans Joint Traffic Bureau vs. A. & W. Ry. et al. 
26527—-Memphis Rice Mill vs. A. & R. R. R. et al. 
26538—Beaumont Chamber of Commerce et al. vs. A. & R. R. R. et 


al. 
26618—American Rice Milling Co. et al. vs. A. & S. Ry. et al. 
September 24—Keene, N. H.—Examiner Molster: 
Finance No. 10314—Application B. & M. R. R. for permission to 
abandon operation of its line between Keene and Elmwood, N. H. 


September 24—Chicago, Ill.—Examiner Flynn: 
26537—Alabama Iron & Steel Shippers’ Conference representing 
American Cast Iron Pipe Co. et al. vs. A. T. & S. F. Ry. et al. 


September 24—Wallace, Ida.—Director Sweet: 
Finance No. 10508—Application of Ore.-Wash. R. R. & Nav. C0. 
for permission to abandon its Enaville Branch extending from 
Enaville to Prichard, Shoshone County, Idaho. 


September 25—St. Louis, Mo.—Examiner Bardwell: 
13535—-Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). 


September 26—Chicago, Il].—Examiner Flynn: 
1 & S. 4013 and ist supplemental order—Vegetable oils to, from and 
within southwest. 
September 26—Norfoik, Va.—Examiner Fuller: : 
1. & S. 4029—Sugar from Philadelphia, Pa., to N. S. R. R. points. 
September 26—Manchester,-N. H.—Examiner Molster: 
Finance No. 10587—Joint Application B. & M. R. R. and New Bos- 
ton R. R. for nermission to abandon line between Parker and 
New Boston, Hillsborough County, N. H. 





> 





NORFOLK AND WESTERN 
RAILWAY 





————————— ES A | 


PRECISION 


— —- (CE SS ——“ 2 © 


— = -« ——- « «© =m eam & 


TRANSPORTATION 


PAGE 428 ar 6 
The Traffic World 0 , No. 11 


September 27—Los Angeles, Calif.—Examiner Worthington: 
1—Wilson & Co., Inc., of Calif., et al. vs. T. & N. O. R. R. et a) 


We Bind The Trafttic World 26502— Wilson & Co., Inc., of California et al. vs. T. and P. et al 


September 27—Richiuond, Va.—Examiner Fuller: 
* 23381—Sub. 1—Phillips Lumber Co., Inc., vs. C. & O. Ry. et al, 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers ) * 23385—Barnes Lumber Corp. et al. vs. C. & O. Ry. et al. 


Prompt Service and September 28—Chicago, Ill.—Examiner Flynn: 

We Alen Bind All Pi -'~——pe 26585— United Electric Coal Co, et al. vs. C. B. & Q. R. R. et al 

Th B 26558—Midland Electric Coal Corp. vs. C. & N. W. Ry. et al. 

e Book Shop Bindery September 28—New York, N. Y.—Examiner Molster: 

360-364 West Erie Street cago Finance No. 10592—Application of Long Island R. R. for permis 
sion to abandon the so-called Cedarhurst Cut-Off, in the Boroug) 
of Queen and County of Nassau, N. Y. 

October 1—Washington, D, C.—Before the Commission, or before suc) 
Commissioner or Commissioners as may hereafter be designated 
for the purpose: 

Ex Parte 115—Increases in Freight Rates and Charges, 1934. 


October 1—Cincinnati, O.—Examiner Macomber: 
17272, Sub. 1—Philip Carey Mfg. Co. et al. vs. B. & O. R. R. et a! 


October 2—Washington, D. C.—Examiner Glover: 


Chicago, Kansas City and Los Angeles 
Fourth Section Application No. 15447—Roofing slate from New Eng 
land points. Filed jointly by Agents Curlett, Van Ummersen and 


CROOKS TERMINAL WAREHOUSES: Tease 


3 Storage and Distributing of Merchandise of Every Description? October 2—Indianapolis, Ind.—Examiner Flynn: 


i iiriiiiiliiiiriiiririiiiiiiiriir rire 1 & s. 4022—Switching stone at Greencastle, Ind. 


Merchandise Storage 


Most Modern Warehouses in 


Seecesescaceseesesssesce 
Steceeseseseeseeeaeaes.: 


October 2—Cincinnati, O.—Examiner Macomber: 
21585—Ohio-Kentucky Associated Industries vs, A. & R. R. R. et a! 


October 2—Wausau, Wis.—DPExaminer Sullivan: 

Finance No. 10478—Application C. M. St. P. & P. R. R. for per- 
mission to abandon its branch line extending from Doering | 
Kalinke, Wis. 

Speer 3—Argument at Washington, D. C.: 
& S. 4015—Raw sugar New Orleans to Gramercy and Reserve, La 

26070 Quanah Acme & Pacific Ry. vs. A. T, & S. F. Ry. et al 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 


Departmental Service Commerce 


815 Mills Bldg. oi 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
Experts 


REDUCED PASSENGER SCHEDULES 

A further tightening of passenger schedules, effective Sep 
tember 30, when “daylight saving” time is terminated in Chi 
cago, is announced by the Chicago and North Western. Fort) 
five minutes will be cut from the time of the “Pacemake: 
morning train from Chicago to Green Bay, Wis., operating via 
Milwaukee, and thirty minutes will be lopped off the schedule 
of No. 206 between Green Bay and Chicago. Thirty minutes 
will also be saved for passengers using No, 117, late night 
643 TRANSPORTATION BLDG. train from Chicago to upper Michigan, and from five to fifteen 
WASHINGTON, D. C. minutes’ reduction in running time will be made on other 


iii iii through trains. 


to Rates—Consolidations and Valuations 


ATTORNEYS AT LAW : CHINESE WANT RAIL EQUIPMENT 


James Harvey Rogers, who made a survey in the Far East 
HARRY C. AMES 


for the Roosevelt administration, has advised Secretary of Com 
ATTORNEY AT LAW 


merce Roper that the Chinese railroads desire to purchase al! 
Practicing Successor to Keene & Ames 


kinds of secondhand railroad equipment. He says he was asked 
to see what arrangements could be made in this country fo 
Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


the sale to the Chinese railroads on credit extended directly )b) 
Transportation Bldg., Washington, D. C.: 
INTERSTATE _ 


H 
H 
H 
5 the sellers of the secondhand equipment, the suggestion being 
: made that the equipment could be paid for out of earnings 
H Mr. Rogers says the earnings of some of the Chinese railroads 
COMMERCE H. D. DRISCOLL : 
Commerce Counsel and Attorney : 
COMMISSION Southern Building 
: 


CONSOLIDATED CLASSIFICATION DOCKET 


In the Traffic Bulletin of September 15 is published Docket 
No. 59 of the Consolidated Classification Committee for hearings 
of the Southern, Official, and Western Classification committees 
in Atlanta, Oct. 10; New York, Oct, 16, and Chicago, Oct. 2 


are satisfactory. He remarked that in view of the fact that 
the trains move slowly on the Chinese railroads, secondhand 

WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 


equipment would be satisfactory. 
Tulsa, Okla., 1503 E. 27th St. 


Ceri Ce itaeg tiong Cent wove J lh ms > an oe et 
Mlodeiun in désiqn-maintained V7) perfect condition 


WDE REE AMERICAN CAR CORP. (°S") 3277 SOU RA SAREE SF. 
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an ——S - Putnan 
© Poar Crries —Stamf d, South Norwalk, Bridgeport 
THRU RATES fa eee Jomanne *TOT Noe Lenten snd Norwich, oon 
Guenw oust Taucn — lesen o—C. F. A., W. T.L., Inter-Mountain, 
AND )Sermoue Conwecrycur ; pronase Tr Carolinas, South and Southwest 


DIRECT } \ Lanes” 1 Vig—CLYDE, OLD DOMINION, SAVANNAH, 
Ci we MALLORY and MORGAN S. S. LINES 


WATER | x THAMES RIVER LINE, INC. 


ia pak, Pier 31 E. R. NEW YORK CITY 
ROUTES *e vs se: ERNEST E. FUCHS, Vice-Pres. 
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See What Others Are Doin 


: 2 with this Versatile Power 


Backed by the WorvD’s 
LARGEST TRACTOR BUILDER 
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McCormick-DEERING SERVICE 


USINESS MEN are studying power costs 
today as never before. Burdens that had 
ed 5 to be shouldered by industry in other days 
: ; are being sidestepped with increasing fre- 
ng a quency by men who have discovered this 
key to economy — McCormick-Deering Power. 





- ee Ed Te tea and Perhaps you have a power job that needs 

| analyzing ...that can be done better with 
McCormick-Deering Power. If so, the nearby 
McCormick-Deering distributor or Inter- 
, national Harvester branch will be glad to 
es ae consult with you. 

: McCormick-Deering Power is available in 
the form of power units, wheel tractors, 
crawler tractors, and modifications of 
these types. 

ve: A McCormick - Deering - powered INTERNATIONAL HARVESTER COMPANY 
—* sak Gak aee of America 


| 
Incorporated ) 


try, clay pit, sand and gravel pit, etc. 606 So. Michigan Ave. Chicago, IMlinois 


Ac Left: The radio-controlled tractor featured in the Interna 


tional Harvester exhibit at the World's Fair, Chicago, perform Write for specific information on 
. ing before the news-reel camera. The compact design 1 sho t industrial power and equipment. 


turning radius of the “‘12"’ series tractors are emy sized 
driverless demonstration 


5 M'CORMICK- DEERING 


INDUSTRIAL POWER 





UR lives are ordered by the dependable recur 


rence of events, like the earth daily turning on 


its axis. Shippers find the same dependability in 


. a M. A. T. service. Their business programs are 
/Veeleet or, ordered by the dependable recurrence of scheduled 

a aa sailings. M.A. T. has never failed them in its un 
erring service definite sailing dates, and speedy 


| ' | careful transportation between East and West 
Sailings every forty-eight hours from Duluth 


Merely route M. A. T. Lake and Rail. 
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New York Philadelphia Buffalo Cleveland Detroit St. Paul Minneapolis Dulut! 





